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Prompt Delivery of Freight—Storage Advances. 
[from M arshall M. Kirkman’s fortheoming work on “ The Theory 
and Practice of Collecting Railway Revenue Without Loss.’’| 
(Copyright 1883, by Marshall M. Kirkman.) 

Prompt Delivery of Property Important and Measurably 
Dependent upon the Tact of the Agent.—To prevent the 
warehouses of the company from becoming blocked with 
freightand the accumulation in consequence thereof of large 
sums of unpaid charges, agents are required to exercise the 
utmost tact and decision in inducing patrons to remove their 
property promptly upon its arrival. In order to escape 
responsibility as warehousemen after the expiration of the 
time for which carriers are legally bound to care for property, 
it is necessary iu the case of freight that consignees should 
be notified on the arrival of the same. In order to secure 
prompt removal of the property and payment of charges, 
something more than a perfunctory service is required of 
the agent. Wherever possible he must interview consignees 
and by personal effort secure the objects sought for. The 
superior worth of experienced and capable agents over inex- 
perienced and unfit men is especially noticeable in connection 
with the resources they display in securing the prompt and 
hearty co-operation of the community in the efforts they 
make to facilitate the easy and rapid discharge of business. 
In one case everybody is made to contribute something to- 
wards the accomplisbment of the resu't desired. In the other 
case difficulties and obstructions seem to come from every 
quarter. Whenever the accounts of a station are examined 
the agent should be instructed in regard to the necessities 
and possibilities of their office in this connection, and what 
they areexpected todo. In many causes important sugges- 
tions can be made in reference to the methods by which 
these results are to be accomplished. If the agentis, in con- 
sequence of his youth or inexperience, or habits of service, 
lacking in urbanity and tact, the fact should be pointed out 
to him as delicately as possible. These qualities are espe- 
cially necessary in the servants of corporations ; without 
them it is impossible to secure the active co-operative effort 
of the community that is so necessary,to facilitate the easy 
conduct of business. If the agent has urbanity and tact the 
community will cheerfully comply with the regulations that 
he may point out to them as necessary.. If he does not pos- 
sess these qualities the community will be indifferent if not 
actively aggressive : hence in securing the prompt delivery 
of freight and the collection of charges thereon it is of the 
utmost importance that agents should possess and cultivate 
the qualities in question. 

Methods of Verifying the Agent’s Return of Uncollected 
Freight Charges.—\n examining station accounts it is neces- 
sary to verify the correctness of the amount claimed as due 
for uncollected bills ; not only should the amount unpaid at 
the tims of the investigation be looked into, but the amount 
for which credit was taken in the last *‘ Account Current” 
should also be investigated, and as far as possible verified. 
In order to determine the accuracy of the amount due at the 
time of the investigation it is necessary to compare the 
items with the freight on hand and with the books of those 
to whom freight has been delivered without the payment of 
charges, as explained elsewhere herein. While making in- 
quiries of shippers in regard to eurrent items due from them 
it may be possible, in a measure, to verify the authenticity 
of any sums that were claimed to be due from the same par- 
ties at the time of making the last balance sheet, but it will 
not always be feasible to acquire information in this way in 
regard to the uncollected as shown in the last account cur- 
rent. This will be the case where such inquiries would ex- 
cite unpleasant comment. Leaving out of the question this 
manner of testing the accuracy of the uncollected, as re- 
turned in the last balance sheet, it may be verified 
first, by comparing it with the freight still on hand, 
and second, by comparing the amount paid since 
the account was rendered with the cash book and 
freight received book, for the purpose of fixing the date 
of payment, and such other particulars as those records 
afford. As already intimated, the uncollected freight 
account affords one of the most convenient places possible in 
which to hide any deficiencies that may exist in the 
accounts of an agent, and for this reason every opportunity 
must be taken advantage of to verify the accuracy of the 
various items of which it is constituted. In order to make 
the examination as complete as possible, the amount due 
at the time of making the last balance sheet is verified as 
well as the current balance. Thus a double check is in a 
measure secured. Whenever it is necessary to refer to the 
patrons of the company for information in regard to the 
accounts or for receipts or other papers in their hands, it 
should be done by the agent and upon the ground that such 
information or papers is necessary to verify his books. In 
visiting the patrons of the company for this purpose, the 
Traveling Auditor will accompany the agent, but the former 
should act impassively except in those cases where it may be 
necessary for him personally to interrogate the parties or 
take other action. 

Storage of Freight—Necessity of its Prompt Removal.— 
When the accounts of a station are examined, the list of 
uncollected charges on freight not yet delivered must be 
carefully examined with the view of ascertaining whether 
due diligence is exercised by the agent in collecting charges 


‘ 


on freight or not. In examining into the matter the date 
of the arrival of the undelivered freight must be noticed, 
and if the time withiu which the company is legally bound 
to hold the property bas expired, it will be necessary to 
visit consignees with the agent, and if possible secure deliv- 
ery of freight and collection of charges. In the event 
charges have already been puid, this investigation will elicit 
the fact. Neglect to notify consignees of the arrival of 
freight will be found to be in some instances the occasion of 
the failure to remove goods and pay charges. Where this 
is the case the fact must b3 noted and the fault corrected. 
As our railway system enlarges and the business increases, 
negligence of this kind is more and more embarrassing, not 
only entailing the carrying of large balances, but involving 
possible claims for loss and damage to property while in its 
possession; hence the necessity that agents should act ener- 
getically in securing the prompt removal of goods and the 
collection of charges thereon. 

It isthe disposition of shippers in mauy cases to allow 
freight to remain in possession of the carrier as long as pos- 
sible. They thus for a time avoid the inconvenience of 
storing their goods and also temporarily escape payment of 
charges. These are the inevitable conditions of business. 
and, however objectionable they may be, will be found to 
exist at every station. Their avoidance or modificaticn re- 
quires tact and firmness on the part of theagent. The 
station-bouses are not adapted for storage purposes; they are 
too small and too much exposed to fire and the depredationg 
of thieves. They are simoly intended as clearing: bouses for 
examining, weighing and transferrivg property backwards 
and forwards between the carrier and the patron. Where 
due diligence is not exercised in taking freight away it is 
the practice in Europe to charge for storage; this custom, 
which is both wise and salutary, is rigidly enforced. How- 
ever, the general belief of tue public in the United States, 
that the rate for carriage covers every species of service, 
including storage, makes it very difficult to enforce a dis- 
tinct ciarge for th? latter. It is, however, the only alter- 
native where consignees do not exercise due diligence in re- 
moving their gouds. 


The Giving of Receipts for C1sh crllected by Agents and 
Conductors Compulsory—Value of this Practice to the 
Companies.—Receipts for all moneys received by agents, 
save for tickets, must be given in every instance, whether 
asked for or not. The practice is in accordance with good 
business usage, and the possession of 1h» receipt is necessary 
to protect the payee, not only as against the po-sibility of 
being called upon a second time, but its possession enables 
him at bis leisure to scrutinize the various items or charges 
that have been made in connection with the service 
performed. Thusif there has been any error made in the 
amount of the local charge, advances, fees for loading, un- 
loading, storage, dockage, switching, demurrage, cooperage, 
feeding, watering, care, etc., etc., he will have in bis posses- 
sion the informatiou necessary to enable bim to discover 
the error, ard by ferwaiding the receipt totbe proper 
officer of the company, with an explanation of the facts, can 
secure redress therefor. It is of very great importance that 
the rule requiring 1¢ce‘pts to be given should be carried out 
in good faith, and the practices in this respect must be scru- 
tinized with the utmcst watcbfulness. The possession of 
these receipts in the burds of (he , ublic is of great value to 
the carrier, as it ser ves, with other devices that are enforced, 
to protect bim (partially if not absolutely) against the sup- 
pression of accounts by collusion between employés or 
otherwise. In the innumerable differences or grievances, 
real or supposed, that are continually arising between 
the carrier and the public, these receipts are the evidence 
required by tbe former, in the settlement of claims, that 
the charges as stated bave ,been paid; hence the claimant 
is required to send to the proper officer of the company the 
receipts connected with his claim. Any or every receipt 
given, therefore, is liable at any moment to pass into the 
bands of the carrier, and as it is, or should be, the duty of 
the officers connected with the latter to compare the receipts 
thus coming into their possession with the returns made by 
the person who originally collected the money, any errors 
or omissions in the accounts of such person will be instantly 
discovered. This fact has a most salutary effect, serving a 
three-fold purpose, strengthening and supporting the em- 
ployé, as every valuable safeguard does, guarding the public 
against imposition or loss, and protecting the carrier against 
unfaithful servants. 

The protection to the carrier afforded by the possession of 
receipts in the hands of the public for each specific collection 
made by the servants of the former first suggested the ap- 
plication of a similar rule to the collection of cash fares by 
conductors. Thus duplicate blanks, consecutively numbered, 
bound in book form, have been provided for the use of con 
ductors. In these blanks the conductors insert the date and 
amount collected, and the points from and to ; the labor re- 
quires but an instant. The original is torn out and given to 
the passenger, and the duplicate is left in the book ; 
at the end of the trip the latter serves the con- 
ductor as a memorandum for making up his return of cash 
fares collected; it is then forwarded to the proper officer, 
who, after comparing it with the conductor’s return files it 
away for subsequent verification with the original receipt, 
Should the same ever come into his possession. The forms 
are very ingeniously contrived so as to save labor, and yet 
afford sufficient information to make them a valuable mem- 
orandum for the conductor’s use in writing up bis return, as 
well as an auxiliary to the company in the various methods 
devised by it tu secure accuracy in accounting * 





*The receipts for conductors described above were devised by 
Mr, W, A. Thrall, and are, I understand, in successful opera- 
tion, 





Receipts should be made at the time the paymentis made. 
A bill should be made against the consignee as soon as the 
property has been received and compared with the mani- 
fest and the correctness of the latter ascertained ; it should, 
bowever, not be dated or signed until paid. Until so dated 
and signed it is merely a memorandum, and enables the 
agent or examiner to determine at a glance the amount of 
the uncollected accounts. When paid, however, the date of 
payment should be inserted and the receipt signed. The 
freight blank provides for entering separately all the va- 
rivus classes of charges that can possibly arise in connection 
with the carriage or handling of goods. All these items 
must be entered separately in order as they occur and for 
the exact amounts as shown on the way-bill. It is some- 
times the practice to make the various amounts for even 
sums, to facilitate making change ; this practice is wrong 
and should not be tolerated. It prevents accuracy in ac- 
counting, and renders it impossible for the agent to verify 
the correctness of his cash account, and is moreover liable 
to grow into abuses not necessary to recapitulate here. 

Whenever payments are made by a company for over- ° 
charges, rebates, losses, damages, or fur other purposes on 
account of property, the amount thus paid should be plainly 
written across the face of the receipt in the hands of the 
claimant. It thus becomes a complete history of the trans- 
action, and the notation across its face is a valuable means 
of preventing duplication of payments for claims, as the 
production of the receipt is, or should be, in every instance 
a pre-requisite. 

Advances on Property.—Advances should never be 
made by agents, except in authorized cases and in the man- 
ner prescribed. The law gives the carrier no lien for 
amounts advanced by him on property, unless such amounts 
were for transportation charges or for services or ex- 
penses incident thereto. Any advances or loans made on 
the goods proper would not hold as a lien, and in order to 
collect or hold the same in the event of dispute it would be 
necessary for the carrier to prove who the owner of the 
goods was and get judgment against him for the amount. 
He could not even in such a cas? hold the goods against a 
prior julgment. Itisa well understood general rule that 
agents sball not make advances except to cover trausporta- 
tion services and expenses related thereto. Io this connec- 
tion it is proper to observe that advances should never be 
made, even in due order of business, upon perisheble goods 
or upon property that the carrier could not, if necessary, 
dispose of for the amount of his charges and advances, unless 
the same is guaranteed in due form by the shipper, or other- 
wis> so protected as to sive the carrier harmless in any con- 
tingency. 

A-lvances on prop2rty, even for transportation purposes, 
should be reasonable in amount, asregards the value of the 
goods, and should never be in excess proportionately of the 
revenue on the property derived by the party making the 
advance. He receives no compensation for making such ad- 
vances save the carriage of the goods, for which latter he 
performs a particular and Lona fide service, equal in value 
to the amount recived. He is bound therefore to protect 
himself against loss from advances or from the payment of 
excessive amounts, even where the repayment is as-ured, as 
the advances which he is compelled to make lock up in the 
aggregate an enormous amount of money which he needs in 
his business, and whichis worth to bim an average rate of 
interest equal to what he pays on his tunded debt. This 
may be considered an extreme way to look at it, but as the 
interest on advances made by a carrier is sometimes greater 
than the profit derived by him in doing the business, the 
reasonableness and the necessity for his exercising circum- 
spection is apparent. The greater the amount of accumu- 
lated advances and local charges on the property, the greater 
likelibood there is that the payment of the same at destina- 
tion will be delayed. Thisis another reason, and a very im- 
portant one, for discouraging all unnecessary transactions 
of the kind, as the carrier not only loses the use of his money, 
but his cars and warehouses are blocked witb property 
awaiting delivery. What is said here appiies quite as for- 
cibly to advances on baggage as to those on other classes of 
property.* 

In the actual operations of business it sometimes becomes 
necessary to make advances for other than transportation 
purposes. Tais is the case in regard to agricultural imple- 
ments aud property occupying a kindred relation to the 
public and the carrier. Such advances, however, must not 
be made except under specific instructions and not then ex- 
cept upon a suitable guarantee that the carrier should not 
suffer loss thereby. 

Bills of Lading.—In reference to bil!s of lading they must 
never be given except at authorized stations and in accord- 
ance with the prescribed form. Agents must be instructed 
in reference to the obligations of the carrier in all cases 
where a bill of lading bas been issued. ‘Thus in the event a 
bill of lading should be issued on acar of dressed hogs, the 
agent at destination cannot deliver such hogs except to the 
person designated in the bill of lading, possession of which 
must be given up by the owner in all cases before delivery 
of freight. A bill of lading is really a draft of the carrier 
which he agrees to honor by delivery of the property to the 
person designated therein, upon presentation, ata specified 
place. This bill of lading may pass through the hands of a 
thousand peop!e before presentation, and in order to protect 
himself from loss every technicality must be scrupulously 


* I have always thought that a general iaw permitting a carrier 
to make slight advices on the baggage of a passenger would 
be a great convenience in many instances to trav lers. and if a 
slight fee was exac’e i for the accommodation tt might be made a 
source of revenue to the carrier, but in the abseuce of law legal- 
izing such advances and nner bye a first lien on the property, 
they cannot safely or properly be made, 
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observed by the carrier. All of these things are very simple 
and well understood by the majority of business men whose 
duties require them to handle property; but as many rail- 
way employés have no occasion or facility for acquiring in- 
formation in regard to the rights and duties of carriers in 
this respect prior to their appointment as agent, and do not 
have occasion to exercise this knowledge even as agents in 
many cases, it is the duty of traveling auditors to keep 
themselves informed in regard to the requirements of the 
service in this particular department, so that they may act 
as instructors to the agent where the latter is not familiar 
with his duties in this regard. It is their business to see that 
all advances on property and the issuing of bills of lading 
are in accordance with legal requirements and tbe author- 
ized instructions of the proper officers. 

Receipts for Moneys paid by Agents.—In connection with 
the issuing of receipts for moneys paid by agents, a printed 
form should ba provided therefor. It is the duty of agents 
to take receipts for moneys paid by them as well as to give 
receipts for moneys paid to them. Receipts of this kind are 
necessary to protect the agent against being called upon a 
second time by the person to whom the money was paid. 
The possession, moreover, enables bim to verify in a measure 
the accuracy of amounts claimed to have been paid by him 
asadvances on property. The custom of exacting rec2ipts 
serves, moreover, to prevent the introduction of petty 
irregularities, in this that no credit will be allowed agents 
for which there is nota receipt, and only for the amount 
called for by it. In this way fictitious sums or the addition 
of fictitious amounts to actual advances is rendered impos- 
sible, peovided proper m3asuares are taken to verify the 
authenticity of the receipts. 

How to Verify the Correctness of Reported Advances 
on Property.—In the examination of stations the advances 
claimed to have been made by tbe agent must be compared 
with the receipts given bim by the receiver in each instance. 
This comparison serves the immediate purpose of verifying 
the correctness of the amount, but it is not, for obvious rea- 
sons, complete. To make it thorough and final a statement 
exhibiting the amount claimed to have been advanced on 
each way-bill must be sent to the proper accounting officer, 
to be by him compared with the way-bill accompanying the 
property. inthis manner any discrepancy that may exist 
between the amount claimed and the amount actually billed 
will be discovered, and the same should be notified to the 
Traveling Auditor without delay by the officer making the 
discovery: in fact all statements of this kind, sent to the 
various traffic auditors by the Traveling Auditor to be veri- 
fied should be returned to the Jatter with the proper nota- 
tions thereon. For obvious reasons, it is apparent that a 
comparison of the amount claimed to have been advanced 
with the amount as inserted in the way-bill is not conclusive 
evidence that the former is correct ; the fact, however, is 
corroborated by the receipt, and all that is needed to com- 
plete the chain of evidence is to establish the authenticity of 
the receipt, which can be done in many instances without 
exciting attention or comment. 








The London Committee on the Erie’s Condition. 


The following is the report submitted to the English holders 
of New York, Lake Erie & Western securities by Messrs. T. 
W. Powell and J. Westlake, the members of the committee 
who have recently been in this country investigating the 
condition of the company : 


We beg to present the following report of our mission to 
New York:—Mr. Jewett, having given his sanction to our 
investigating the financial condition of the New York, Lake 
Erie & Westera Railroad Co., we entered on a course of 
inquiry which the hearty co-operation of Mr. Little, the 
Comptroller, enabled us to make very thorough. On July 
830 we submitted to Mr. Jewett a statement, of which he 
admitted the accuracy, and which may be summarized as 
follows : Unpaid coupos of June, 1884, $1,007,922 ; balance 
of actual and early-maturing liabillties, other than the 
coupon of June, over and above cash in hand and 
money assets considered good and available, about 
$4,477,317. And it must be noted that the above balance is 
stated after allowing that the sums due to the company 
from agents, other companies and individuals, of which a 
large amount must always be outstanding, may be set off 
against an equal amount due and unpaid py the compauy 
for traffic balances, rentals and supplies. This summary of 
liabilities here based on the state of affairs in July, will, of 
course, vary from month to month according to the net 
traffic. The deficit which it shows has been entirely caused 
by the expenditure of money in four directions: (1). On the 
development of the company’s coal lands and the building 
of railroads connected therewith. (2). On the dock and im- 
provement works, being an expansion of what was pre- 
viously called the Weebawken Dock property. (3). On the 
Chicago & Atlantic line. (4). In payment of car, or equip- 
ment trust installments. 

Alltbe purposes the expenditure on which has caused the 
floating debt, seem to us to have been in themselves wise 
and politic ; but the piling up of a large floating debt for 
even the best of purposes is always mure or less imprudent 
and dangerous. The company’s credit might have borne the 
strain of the panic, but it was broken down by the Grant & 
Ward disaster, and the funding of the floating debt is now 
indispensable. No arrangement had been made or devised 
for raising permanent resources fully to meet the above ex- 
penditures, and they have been met only by temporary 
loans, and by allowing the company’s debts for supplies, 
etc., to accumulate to an objectionable extent. Of course, it 
could not but happen that the weakness and risk of financing 
by temporary loans should be developed and exhibited by 
the panic of last May, but the situation was aggravated 
by the public discussion of the dealings which the Chicago & 
Atlantic and the Erie companies had with Messrs. Grant & 
Ward, and of the loss arising from the failure of the latter. 

he loss was caused by placing entire confidence in them, 
as if they were a house of established and honorable charac- 
ter, and then trusting them with both promissory notes and 
bonds, not attached to each other in the regular manner, 
but detached and independent, as giving to Grant & Ward 
the opportunity which they made use of to raise money on 
them to a much larger amount than they had mada ad- 
vances. The ——— of the notes and securities is partly 
arranged, and, at the time we left New York, the result ap- 


peared to be that about $435,000 was retained out of the 
original advance of $1,500,000, and that $1,739,000 
Chicago & Atlantic second bonds were still outstand- 
ing, which, together with certain other securities that 
Grant & Ward bad pledged in combination with them, 
might be taken up for abovt $1,100,000. Perhaps $200,000 
or $300,000 might be obtainable by means of those other 
securities, if so taken up ; they were alleged to be of more 
substantial value, but had no market price. The Chicago & 
Atlantic first-mortgage bonds are $6,5C0,000, The interest, 
at 6 per cent., is practically guaranteed by the Erie and the 
New York, Pennsylvania & Ohio companies, in proportions 
which may be estimated to work out at 80 to 85 per cent. 
from the former and 15 to 20 from the latter, any advances 
made on account of such guarantee running against the 
Chicago & Atlantic Co. as a debt, chargeable against future 
surplus revenue when earned. The recent low rates have bit 
this line badly, forit bas to live almost entirely on through 
traffic. Though it bas hitherto been an expense and loss to the 
Erie Co., the policy of its construction must not be judged by 
its apparent results hitherto; it must be regarded asa neces- 
its forced by the policy of the Erie Co.’s northern competitors 
who endeavored suddenly to cut off access to Chicago; it 
has shown but a trifling net profit for the first year, but 
this result has been partly caused by the inclusion in work- 
ing expenses of many items of completion, the works hav- 
ing been taken over from the contractor in pressing baste, 
not quite finished, when the use of the line seemed to be a 
matter of urgency. The road, however, is very direct, with 
first-class gradients, and traverses a fruitful country largely 
cleared and settled, and there is no apparent reason why, 
with fair rates, it should not acquire a profitable through 
business; of a good and growing local business there can be 
no doubt when sufficient local freight accommodation, which 

has hitherto been very inadequate, shall have been provided 
along the line ; there is evidence that this will be quickly 

provided by private enterprise, 7. e., by the building of small 
elevators and warehouses on leased sites at stations, but it 
would be better if the company had funds wherewith to build 
them itself. The New York, Pennsylvania & Ohio lease has 
yielded a profit to the Erie Co. when rates have been fairly 

remunerative, but the last few months have shown a heavy 

loss, by reason chiefly, no doubt, of the low rates. Itisa 

very simple truth, that if a 25 cent rate, out of which 32 

per cent. must be paid as rent, leaves but a small profit to 

the lessee, a 15 cent rate, out of which 32 per cent. must 

be paid for rent, must entail a sharp loss. In the present 

state of the Chicago & Atlanticline, the Erie Co. has to bear 

the loss arising from reduced rates all the way hetween 

Chicago and New York, with but a slight contribution from 

the New York, Pennsylvania & Ohio Co. This circumstance 

ought to be a ** hostage to fortune,” that should insure the 

ceaseless efforts of the Erie managers to preserve pool rates 

and peace. 

Before our arrival, Mr. Jewett had iutimated to his 
board his desire to be relieved from a portion of the ver 
heavy duties hitherto devolving on him, or else to retire al- 
together from the presidency, the 10 years’ term contem- 
plated when he assumed _ office pening expired. His letter 
was referred to a committee of three directors, with whom 
we were naturally drawn into discussions in connection with 
this subject; they were frequent, lively and interesting. 
They brought out suggestions bv some of the directors of 
changes of serious importance, sffecting the position and 
authority of the President, but we felt it to be an inoppor- 
tune juncture at which to pass any untried theories, and 
ultimately, with the much-valued assistance of Mr. J. L. 
Welsh, a definite, and as we believe a very good, conclusion 


was reached, viz., that: (1) The position of 
the President and the powers of his office should 
not be disturbed; (2) Mr. King should be 


elected a director, and appointed Assistant President till 
November, with the intention of his then succeeding to the 
presidency, Mr. Jewett carrying out his declared intention 
of retiring from the presidency. (3) That Mr. Jewett 
should be requested to contiuue his connection with the com- 
pany for one year, for the ey of assisting the board 
and the new President with his information, experience, 
and advice. 

It is right to say that in the s2lection of Mr. King we 
were assisted and guided by the very best advice that could 
be procured, and we have confidence in expecting good re- 
sults from the re-arrangement of the administration, and 
the American public evidently shares this expectation. 
While doing full justice to the services which Mr. Jewett 
has rendered to tne company during his tenure of office, 
we believe the American public look for a further 
development of the company’s great capacity 
for collecting traffic, and of efficient and economical man- 
agement; and there is great reason to believe that the ap- 
pointment of Mr. King to so important a presidency will be 
a most valuable element of moderation and good under- 
standing in the arrangements of what is called the Trunk 
Lines Pool. 

At present we bave not formed any definite conclusion as 

to what can or should be done in respect of the second-con- 
solidated mortgage coupons. The contingency of temporary 
shortness of revenue, which was foreseen and pr >vided for in 
training that mortgage, has now actually been realized. 
The company has had to avail itself of the power to take 
credit on second-mortgage interest, and the extent to which 
it may have to do so depends on the rates for freight, the 
amount of business, and the efficiency and economy of man- 
agement. The very remarkable and sudden diminution in 
the volume of business passing over the trunk lines during 
the present summer, following on the low rates current from 
March to July, bas caused a serious comparative diminution 
in the revenues of all of them. There is, however, a general 
impression that a great improvement will take place in the 
autumn and winter. 
But snother element in the calculation is the liability of 
the company for future installments on car trusts; to these 
trusts about $5,750,000 have to be paid on account of prin- 
cipal, from September, 1884, to May, 1892; and unless, and 
until some means shall be found for meeting these payments 
otherwise, we cannot regard the net revenue as entirely clear 
for other purposes. . 

We have suggested to the President and directors, and 
now recommend to the committee, that an effort should be 
made without delay to raise a permanent loan, on the securi- 
ties available, for a total of $5,000,000. When the details 
of the financial plan shallarrive from America, it will be 
copsidered by the committee, and when approved laid before 
their constituents. 

In connection with this subject we are bound to state ex- 
plicitly that Mr. King was only induced, in view of the 
existence of the floating debt, to contemplate acceptance of 
the presidency in November next, in reliance on our — 
sentations and assurances to him that the English holders 
of sbares and second-mortgage bonds might be expected to 
provide a proportionate part of a new funded ioan, and that 
those interested in America would no doubt do their propor- 
tion also; and the parties interested, whether in America or 
in England, must understand that this is a distinct condition 
on Mr. King’s part, and thet he will not consent to hold the 
presidency of this extensive property unless the finances in 
capital account be placed in a sati condition, We 





feel sure you may rely on him not to enter upon any new 





expenditure without ways and means permanently pro- 
vided. But, in fact, our attention bes not been drawn to 
any considerable want which tbe company has before it 
beyond what we have referred to. Its capacity and appli- 
ances in rolling stock, etc., seem to be sufficient for con- 
ducting a large increase of traffic. 

The lines and property belonging to and controlled by the 
Erie Co. now form an extensive and powerful system, well 
adapted for collecting a large and varied traffic, both agri- 
cultural and mineral), to and from the wide area represented 
by Cincinnati, St. Louis and Chicago, as gathering centres, 
and by the water carriage system of the lakes, as well asa 
large business, agricultural, mineral, and manufacturing, in 
its own local districts. The point of real importance, how- 
ever, as to the volume of through traffic is one of rates quite 
as much as of quantity. The agreed, or pool rates, for long 
carriage of merchandise in America are the lowest in the 
world, and because they are so low there has long been a 
pool organization of the trunk lines to prevent the destruc- 
tion of the very moderate possible profit, by reckless com- 
petition and cutting of rates ; unhappily, it is notorious that 
each company in this should-be-friendly arrangement is 
always accusing some other company or companies of breach 
of faith, and it is notoriously true that such charges are very 
largely based on fact. No system has yet been discovered by 
which the purposesof the poolcan be secured without the 
preservation of good faith on the part of each of its mem- 
bers; good faith is preserved among railway combatants 
in England; it ought to be possible in America. 

In conclusion, we must express our high sense of the assist- 
aace in the performance of our mission which we have 
received from the New York counsel of the committee, Mr. 
Macfarland. Believing that he will be a valuable means of 
communication between the board and the English stock 
and bondholders, and having regard to his intimate knowl- 
edge of the company’s affairs for many years past, we have 
recommended tu Mr. Jewett that he should be elected a 
pon in which recommendation Mr. Jewett has con- 
curred. 








Hart’s Automatic Ash-Pan,. 
The accompanying engravings represent this device as ap- 
plied to locomotives on the Chicago, Rock Island & Pacific 
Railroad. It will be seen that this ash-pan is intended for 
dumping ashes at any spot without the necessity of the fire- 
man going underneath the engine, which, in fact, need not 
even be stopped. 
Some superintendents of motive power object to engineers 
having the power to dump ashes on the road, and consider that 
it should only be done at proper ash-pits. This is, of course, 
a matter which depends greatly on the character of the 
road, the jadgment of the engin2er, and the nature of the 
fuel. Oa most narrow-gauge engines the ash-pan is small 
and soon choked up with ashes, and is very difficult of ac- 
cess except over pits, which are not very plentiful on a 
cheaply and hastily-constructed road. 
The ash-pan illustrated appears to have several good 
points. The slats and levers are so arranged that their 
weight tends to keep the ash-pan closed, and therefore the 
breakage or failure of any one lever or pin will not make 
an opening through which ashes will b> liable to fall at 
dangerous places, wooden trestles,etc. Th: slats do not 
project b2low the bottom of the ash-pan, and therefore can- 
not rake up snow into the ash-pan, or foul any accidental 
obstruction on the road, and so get torn off. 
The curved ribs on the slats are iutended to prevent any 
warping by the heat. 
The slats when dowa rest on lugs cast on the side frame, 
and so partly relieve ths levers A and the rod B of strain 
when the slats are in their normal position. 
The dotted lines at B B, Fig. 1, show the position of the 
slats when raised for dumping the ashes. 
Fig. 1 is a longtitudinal section and fig. 3 a cross section of 
the ash-pan. Fig. 2 isan elevation and plan of the frame 
carrying the gudgeons on which the slats work. Fig. 4isa 
plan with side and end views of one of the slats. Fig. 5 
shows one of the levers, A, by which the slats are worked. 
A similar lever is attached to each slat, though only one is 
shown in fig. 1. The remaining view shows one of the three 
distance pieces between the side frames of the ash-pan. 








Sontributions. a al 


Differing Lengths of Chain in Formule, 





East Inp1a, Aug. 15, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

There is a want of uniformity in the way measurements 
are given by railway engineers. For instance, in England 
a chain, as a rule, means 66 ft., but on American and some 
Indian railways a chain means 100 ft. Formu's for super- 
elevation of curves, laying out turnouts, etc., often require 
a certain product to be multiplied, or divided, by the radius 
of a curve in chains, but when you have first to find out 
whether 66 ft. or 100 ft. chains are means, it does not save 
time. 

Again, in giving the distance between two lines of rails for 
the purpose of locating the two crossings of a cross-over 
road, some give the distance between the outside of rails, 
others from centre to ceatre of rails, and others again 
from inside to inside of rails. This last is in my opinion 
the proper method ; but note the diff2reace that would be 
made with lines 6 ft. apart, gauge 5 ft. 6 in., rail heads 2}¢ 
in. wide. 

In formule for laying switches, the toe of switch is given, 
but it is not always stated whether a stub or split rail switch 
is meant. In English formule this is not necessary, as 
nothing but split switches have been used for many years. 
In fact, 1 do not know why any other sort are ever used. I 
think an Ashbury’s pattern 15 ft. or 18 ft. steel switch, or 
point rail, comes as near to perfection as is possible, if 
properly putin. Ihave seen such switches ran over day 
after day by heavy trains at 30 to 50 miles per hour, and 











696 








THE RAILR 


OAD GAZETTE. 


[SEPTEMBER 26, 1€84 








never yet heard of an accident, except wben the points had | Hartwell’s, Wilson’s, Recht’s, Cowell’s,* Ennis’, Sadler’s, | almost wholly to the right of the centre line. This might 


been neglected and were consequently out of order. 
INQUIRER. | 
Shaw’s Friction Buffer. | 











PHILADELPHIA, Sept. 22, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

In your issue of Sept. 19 you make observations on my 
friction buffer that require some further information to | 
have the matter more fully understvod. I therefore ask you | 
to kindly insert my letter on this subject, with the accom- | 
panying cut, that best illustrates the same in position. | 

These buffers are not intended to arrest trains at all veloc- | 
ities. They are given through frictional resistance an ab- | 
sorbing capacity of 1,000 tons in a range of 16-ft. slide or | 
500 tonsin 8-ft slide, or 250 tons in 4 ft. slide, according to | 
the room afforded in the narrow limits of depot sidings. 
This is accomplisbed with one friction buffer on each rail, 
each buffer set at 214 tons each or a total of 5 tons on the 
two buffers. Thatis tosay, the force of momentum, over- 
come iv the limits stated, would strike a blow of the tons 
mentioned upon an ordinary buffer, and since 50 tons re- 
sistance is about the capacity of the ordivary buffer and 

platforms of passenger cars to withstand without fracture, , 





Hargrave’s and the Auchor.” 

It will be observed that less than two years afterward 
several of the above couplers had apparently fallen out of 
the ranks, for only those marked with an * are mentioned 
in any way by the later committee in 1884. Out of 18) 
coupiers considered worthy of mention in October, but four 
survived the test of time, and were cousidered worthy of 
the same distinction in June, 1884. This certainly leads one 
to believe that the doctrine of the survival of the fittest 
applies even to such irrepressible organisms as car-couplers. 

At the discussion of this subject at the last Convention of 
the Master Car-Builders’ Association, held at Saratoga, dif- 
ferent members enumerated the following conditions which 
the best car-coupler should fulfill: 

1. Couple on a vertical plane, so as to allow for varying 
heights of draw-heads. 

2. Dispense with loose link and pin. 

8. Couple with ordinary link and pin coupler. 

4. Cheap in first cost and repairs. 

5. A valid patent, passed by Eastern and Western railroad 
associations. 

6. Mechanically efficient. 

7. Safe. 

















Shaw’s Friction Buffer. 


it becomes evident that when that force is exceeded the or-| 
dinary buffer and platform suffer destructive strains and | 
fracture wherever that point is exceeded. 

The friction buffer is intended asa substitute for the or- 
dinary solid buffer. 

The latter has the capacity of absorbing 50 tons of the 
force of momentum of moving cars, and 50 tons direct 
strain upon the cars, and _one inch movement, while my 
friction buffer will absorb 500 tons of the same force in 8 
ft. movement with only 5 tons resistance upon the cars. 

My friction buffer is a brake placed outside of the cars| 
like a true sentinel that never sleeps, to apply this frictional] | 
resistance to every train upon that track that fails to stop 
short of the prescribed limits, overcoming the force of the) 
moving train inso gradual and gentle a manner that no} 
possible damage can result, which stands in marked con- | 
trast to the solid buffers in common use, the destructive ef- 
fect of whichis witnessed every day mvure or less upon all | 
our railroads. The most damaging feature of the solid | 
buffer is occasioned when the trucks, etc., are strained to 
the point of fracture, not made evident until the cars break | 
down upon the road, tumbling the train off of the track | 
with such damages as railroad men frequently encounter, | 
without however knowing the first cau:e of the disaster. 

Since the friction buffer is applied at about the same first | 
cost as the first-class wooden buffer, and as, being all metal, | 
not subject to decay, it will outlast ten wood buffers, there is | 
no possible excuse for continuing the use of so destructive a | 
device, whenever railroad men give this subject the atten- 
tion it deserves. T. SHaw, M. E., 

No. 915 Ridge avenue, Philadelpbia. 
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as 
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Automatic Freight Car Couplers. 








The accompanying illustrations represent, with two excep- 
tions, car couplers that were selected by the committee of | 
the Master Car-Builders’ Association as being most suitable | 
for adoption. This committee, at the annual convention 
held at Saratoga last June, recommended the following | 
couplers as ‘‘ worthy of special mention:” 

Archer, Cowell, United States, Janney, Ames, Mitchell, 
Wilson & Walker, Conway-Ball. 

We regret that we have been unable to procure illustra | 
tions of the two latter in time for the present issue, but 
construction of the others is clearly shown in the accom- 
panying illustratious. 

The committee further stated that they considered the | 
following couplers to be ‘ meritorious”: Gifford, Granger, | 
Bechard, Peace & Sankey, Hilliard, Hitchcock, Prescott, 
Marks, Howe, Union, Perry, and Burrill. We are enabled 
to illustrate two couplings in this category, the Gifford and 
the Union. 

The committee which made the above selection was com- 
posed of Mr. J. W. Marden (Fitchburg), Mr. F. D. Adams 
(Boston & Albany), and Mr. R. C. Blackall (Delaware & 
Hudson). 

In 1882 a committee composed of Messrs. J. S. Lentz 
(Lehigh Valley), R. C. Blackall, Robert Miller (Michigan 
Central), and George Hackett (Central of New Jersey), also| 
investigated the merits of car-couplers and presented a) 
report to an adjourned meeting of the Master Car-Builders’ | 
Association. Tbis committee reported : 

“Of the many devices examined, we find several have 
special merit and would recommend for trial, 

“ Under Class “A,” S. B. Archer’s,* G. H. Ames’,* Perry’s, 
Pugh & Browning’s, and the Excelsior. | 

‘Under Class ‘“‘ B,” the Janney,* Hine’s and Davis’. 

* As worthy of mention we would name Sanford’s, Brook’s, | 


| able of engaging asimilar hook on another car standing at 


| on freight cars, but has been applied to passenger cars on 


, used in uncoupling. 


| upper right band view shows the coupling as used with an 


| brakeman can put it in position with more ease and safety 


The following description and criticism of some of the 
couplers may possibly assist our readers in judging for 
themselves how far these conditions are fulfilled in the 
couplers now prominently before the car-builders of the 
country. 

The couplers illustrated may be divided into the follow- 
ing classes, according to the manner in which the coupling 
is effected: 
| Cowell. 

( Janney. 

( Ames. 

4 Mitchell. 

| Wilson- Walker. 
{ Archer. 

} Gifford. 

| Union. 

| United States. 

THE COWELL COUPLING is very similar to the Janney. 
Both have a hook working horizontally, and therefore capa- 


Couple in a vertical plane 


Fixed link and fixed pin 


Loose link and fixed pin 


a somewhat different level. 
This coupling bas not, we believe, been extensively used 


the New York Central, Flint & Pere Marquette, Cincinnati 
Southern and some other lines. 

The swiveling hook is kept in position by a small key. 
When it is desired to uncouple the cars this k¢éy is drawn 
out by means of a car attached to a lever operated from the 
platform or side of thecar. The hook is then free to open, 
and the cars can be pulled apart without further trouble. 

It will be noticed that only the lever on one car need be 
In the Ames and Mitchell couplers of 
the fixed link class, the levers on both cars must be oper 
ated. 

The draw-bar and most of the parts forming the buffer 
device are made of malleable iron. The head of the coupling 
is made preferably of wheel-iron with a chilled face. The 
wearing face of the draw-head measures Sin. x 4in. The 


ordinary link and pin. 

THE JANNEY COUPLER has been very largely used on the 
passenger equipment of the principal roads in the country 
and is too well known to need description. The freight 
coupler, which is represented in the accompanying figures, 
is, as will be seen, similar in principle, but is of somewhat 
simpler construction. The principal feature of the coupler 
is the pivoted hook or knuckle, 2, which is retained in 
place by a key, 92, which takes the place of a coup- 
ling pin. When this coupling pin is withdrawn the knuckle 
is free to swing on its pivot, and the carsare then uncoupled 
and can be pulled apart. 

In order to render it possible to couple with an ordinary 
link and pin draw-head, the end of the knuckle is provided 
with a hole through which the pin can be inserted, and the 
centre of the knuckle is cut away to allow of the insertion 
of a link. It isobvious, however, that the coupling between 
a Janney and anordinary link and pin draw-head is only 
possible when the heights of the two draw-heads are ap- 
proximately equal, and that even in this case, the coupling 
is notautomatic. The coupling requires the use of a spare 
pin and isalso somewhat difficult to perform, as the link 
can only be inserted from one side, though on that side the 


than is the case with the majority of ordinary draw-heads. 
When a Janney draw-head buffs against any ordinary 
draw-head, the centres of the wearing faces of the two draw 





heads do not coincide, the face of the Janney knuckle being 


occasionally give rise to some inconvenience when cars were 
run together on a sharp curve. 

The coupling-pin or key (92) is withdrawn, and the cars 
uncoupled, by means of the hand-lever 105. When 
it is desired to run two cars together without coupling, 
the pin is left in position, and as the knuckles are thus beld 
immovable, the cars will not couple. When it is desired 
to couple, the coupling-pins are lifted and the knuckles 
opened. When the cars run togetber the knuckles strike 
one another and assume the position shown in the plan, 
and the coupling-pin being dropped the cars are coupled. 
If the cars were tun together so bard as to rebound 
before the pin can be dropped, the coupling canuot be effected 
unless the cars again. strike one another. In any case the 
pin must be dropped by hand in order toeffect the coupling. 
Thus the coupling of twce cars fitted with the Janney can 
hardly be termed automatic, as the brakeman must place the 
knuckles in the proper position in order to commence tbe 
coupling. and move the coupling-pin lever in order to com- 
plete the coupling. It is to some extent a safety coupling, 
as he need not stand between the cars when they come to- 
gether. A truly automatic safety coupling is one in which 
the cars can be coupled and vucoupled without any one going 
on the track or between the cars. 


THE AMES COUPLER hasa link of peculiar form hav- 
ing on its lower side a sort of lug which engages in the link 
of the adjoining cir. This link has the advantage of being 
weighted at the rear end, and it therefore always stands level 
and approximately central in the draw-head, and does not 
need to be held up by hand in order to effect a coupling. 

The link is stamped under the steam-hammer, and the ova} 
section horiz ntal pin driven in tight after the link is placed 
in position in the draw-head. The draw-head is made of 
malleable iron, and is therefore light, and though somewhat 
expensive in first cost, would probably be more durable than 
most of the forms of cast-iron draw-bars. 


The link will in the majority of cases couple automatically 
with an ordinary link-and-pin coupling, the brakeman hav- 
ing only to leave the pin askew in the hole of the ordinary 
draw-bar, when the coucussion will shake it into position. 

In coupling with a car also fitted withthe Ames coupling, 
one link, no matter which, rides over the other, and the two 
engage. The cars can be uacoupled without going between 
them by lifting the rear ends of both links by means of the 
chairs shown, which can be connected to cross shafts across 
the ends of the cars and operated from the sides of the cars in 
a manner easily understcod. 

This coupling has been extensively used on the Boston & 
Albany and the Lake Shore & Michigan Southern railroads, 
and it is understood that the management of the Vanderbilt 
roads contemplate adopting it for their whole freight equip- 
ment. 


MITCHELL’S COUPLER somewhat resembles the Ames. 
Both carry a link provided with a hook. In the Ames, this 
hook is on the under side of the link, and in the Mitchell it is 
onthe upper side. Ina both cases the cross pin slidesin a 
curved slot in the sides of the draw-bar, so that the link can 
slide back without being bent or broken, should it encounter 
an unyielding resistance. The link and hook are of wrought 
iron, and the draw-head is of malleable iron. 

This coupling will also couple automatically with the ma- 
jority of ordinary draw-heads,and can be uucoupled by lifting 
the rear end by means of the chain. Suitable holes in the draw- 
head render it possible to use an ordinary link and pin, if found 
desirable. It would appear that the attachment of the chain 
to the link is not quite so accessible as in the Ames, the top 
of the draw-head in the latter being completely open, as 
shown in the illustration. 


THE ARCHER and UNION COUPLERS are somewhat alike, 
asort of hook pivoted at the rearend of the draw-head, 
and working iu a vertical plane being used in both couvlers. 
In the Archer, however, the draw-head is entirely relieved 
of any draft or pulling strain, all of which comes on the 
draw-bar and buffer spring. In the Union, as in most 
couplers, the draft strain is transmitted through the draw- 
head, as the hook works a pin passing through the sides of 
the draw-head. 


Fig. 1 is a longitudinal section of the Archer coupler, 
showing the position of the parts when the cars are coupled. 
Fig. 2 is a horizontal section. The buffer-head A is of the 
usual pattern in its outward appearance. The draw-bar B 
bas a hooked end, and is held in position by the lugs a, 
which work up and down in grooves d. Over the lugs is a 
small spiral spring ¢, which, with the lugs and grooves, 
forms a toggle juint upon which the draw-bar oscillates in- 
dependently of the buffer-head. The hook has an inclined 
face, so as toslide easily over the link in coupling, and on 
top is a lug to which a chain may be attached through the 
opening D for raising the hook when uncoupling. Fig. 3 is 
a cross section, in which a rivet or bolt fis shown, holding 
the draw-bar in place. Fig. 4 isa front view of follower 
plate F, containing an oblong slot, in which the draw-bar 
can move up or down in coupling or uncoupling. The un- 
coupling is done from the top or side of the cur, a chain be- 
ing attached to the pin C, Fig. 1. Should the hook break, 
an ordinary pin cau be inserted. , 

This coupling isin use on a large number of the cars of 
the Delaware & Hudson Canal Co., and it is said to have 
given great satisfaction. The total weight of the draw-bar 
and buffer-head is sbout 130 lbs., and the cost of the appa- 
ratus is about $5 more than that of the ordinary draw- 
bars. 

THE GIFFORD COUPLER has been largely used on the New 
York, Lake Erie & Western Railroad, and is being applied 
to all the cars of that extensive system as fast as the present 
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ARCHER AUTOMATIC FREIGHT CAR COUPLER, 
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THE AMES AUTOMATIC FREIGHT CAR COUPLER. THE GIFFORD AUTOMATC FREIGHT CAR COUPLER. 
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UNITED STATES 


draw-heads need renewal. This coupler appears to be cheap, ; 
ingenious and simple. - 

A flat circular-faced annealed steel pin works in a slot in | 
a bell-mouthed draw-bar or bumper. When the cars come 
together, the link enters the mouth of the draw-bar, and 
pushes the pin back and up an inclined plane until the 
bottom of the pin is so high that the link passes under it, | 
and the pin falls from its own gravity through the opening 
in the link, to its proper place in the draw-bar slot. When) 
it is desired to run cars together without coupling, the pin is 
hung up clear of the link by means of the smal! projection 
at the back of the head, as shown in one of the illustra- | 
tions. The pin cannot work out, but if broken a com-| 
mon pin can be used by removing a beveled plug in the | 
draw-head, ora pin similar to the broken pin can be put in | 
place in a few moments. 

The inventor says in his circular that ‘‘ the brakeman has | 
no business between the cars. The coupler will work as | 
well with him 50 ft. from itas right by it.” And a little 
lower down, that “it is automatic; all that is necessary | 
is to allow the cars to come together in the ordinary man- | 
ner, the link in one draw-bar being held in proper position | 
to strike the bell-mouth of the opposite bar.” These two 
statements appear somewhat contradictory. The ordinary 
brakeman’s arms are too short to enable him to stand 50 ft. | 
away and hold up the link at the proper height. | 

THE UNION CAR COUPLER is so clearly shown in the illus- 
trations that little description is necessary. Weunderstand 
tbat this coupler bas been on trial on the Eastern Railroad | 
for some six months, and has proved so satisfactory that it | 
has been adopted, and will be placed on all new cars built, | 
and also on old cars as fast as new draw-bars are needed. | 

No trouble has been experienced with the couplivg-hook | 
so far, and there does not appear to be any liability of its | 
jumping loose. It is considered that the danger from trains | 
breaking apart is less with this device than with the ordi- 
nary link and pin; and there is no danger of the coup-| 
ling-hook being damaged by striking the draw-head of | 
another car, These, of course, are matters which can only | 
be determined by long-continued practical trials on a large 
scale, but we must confess that the appearance of the coup- | 
ling favors the idea that it might be liable to become un- | 
coupled and be injured by the draw-head of another car. | 

THe UNITED STATES COUPLER has been used on 40 cars | 
on the Concord Railroad for over a year, and has, we under- ; 
stand, given great satisfaction, though it requires a some-_ 
what longer link than usual, 

The pin is made with a flange on the front side, which 
besides preventing its turning, increases its strength. A 
dog is secured to this flange and serves to prevent the pin 
being detached from the draw-head, unless the dog is first | 
purposely removed. When coupling automatically, the | 
link enters the mouth of the draw-bar, pushes the dog, which | 
raises the pin, which then drops through the link into its) 
place, and the coupling is made. | 

The pins are made of steel, drop-forged, and the draw- 
heads of cast iron. 

Pins with dogs complete are supplied at $1.50 each, and | 
are guaranteed not to bend or break for 18 months. If the 
pin should break, an ordinary pin can be inserted in its 
place, © 





AUTOMATIC CAR COUPLER, 


The Positive Check System. 


The Railway and Tramway Ezapress contains the follow- 
ing description of a new method of checking fares, which is 
being introduced in England by the Positive Check Co. : 

‘* The great difficulty heretofore has been to distinguish 


, between the sums paid by the passenger and those recorded 


by the conductor, and to make the two tally the following 
arrangement has been devised: It is desired to record vary- 


ing amounts, say from 2 cents to 15 cents, and this is ef- 


| fected by having inserted in the instrument a tape or strip 


of paper like the telegraph prinviag tapes, on which a figure 


| Shall be stamped by compression, #. e., any one of the above 


numbers, not at the will of the striker, but according to the 
shape of the ticket to be stamped. For convenience the 
tickets are just like railway tickets in ordinary use: figures 
are stamped on them varying with each sum that the ticket 
represents; thus when a ticket is delivered to the passenger 
with 2 cents printed on it in large type, the ticket is slipped 
into the ;instrument, and ‘2’ is printed on the tape. Ina 


| similar manner a 5 cent ticket causes ‘5° to'be printed, and 


so on with the other numbers up to any figure desirable. It 
is easy to see how complete the check is. No passenger will 
take a penny ticket if he has paid more, and if the ticket be 

Pd a higher denomination the instrument must record the 
act. 

‘The instrument is very similar in appearance to the well- 
known punch now in use on certain tramways, impossible 
to get out of order, very neat in appearance and only weighs 
a few ounces. It can record 1,000 single fares without re- 
adjustment, and as the printing ink is on the ticket, no clog- 
ging or dirt can interfere to mar the operation, and a great 
saving of time and labor is effected at the close of the day, 
by simply adding up the figures on the tape to ascertain the 
payments received.” 


An Electric Locomotive Company. 

The Bentley-Knight Electric Railway Co., has applied for a 
charter in New York. The company is to build, sell and let 
locomotives and other rolling stock for railways in the 
United States and Canada. The capital stock is $1,000,000 
divided into shares of $100. Messrs. Bentley and Knight 
are two young men who gained reputation in working outa 
system for underground wires. Lately they have been ex- 
perimenting with electric railroads in Cleveland, O., the 
result of which has been the forming of the new company. 








ANNUAL REPORTS. 
Northern Pacific. 





The company reports for the year ending June 30, 1884. 

The property of the company, as described particularly in 
the President’s report below, consists of 1,9303{ miles of 
road owned (all but 1534 miles of which is main line), 1481 
miles leased (Brainerd to St. Paul) and 4773¢ miles of 
branches built for it by the Oregon & Transcontinental Co., 
aud which will become its property in fee in course of time. 
The average length worked was 2,333 miles last year, 
against 1,5021¢ in 1882-83. The equipment was at the 
close of the year : 













1884. 1883. 1882. 
DEO: 56 ase ndaseneces 40ekanetbes 391 289 158 
Passenger train cars: 
CCE ee ee 52 21 20 
Second-class coaches... ‘ . 48 37 l 49 
Third-class coaches... 13 15 { 
COE OED 20 oes cccccce 2 2 ol 
Dining-cars.......... 14 8 1 
Observation cars ‘ 6 5 cou 
Sleeping cars (4éinterest)... .... .... pial) 16 7 
Emigrant sleeping cars ........... ....... 35 7 inal 
Combivation pass. and baggage........... 3 1 Sesh 
Mail and express Cars.... .- ....... cee 31 22 13 
MERDUGRD CRED. «0. cc ccvccsccenss 19 15 7 
Bagypage CATS. ... cc. cceeieeee coccccscsceee 34 17 9 
po SP rere ee 275 167 99 
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Longitudinal Section of Coupler. 


THE UNION AUTOMATIC FREIGHT CAR COUPLER. 


Freight-train cars : 1884 1883. 1882. 
PT oe ck ce Se aas av esebsv in cce ced’ 4,875 3,098 1.734 
DSTPERONEROE CORB... ccicceces sesnccecss 28 10 a8 
IN cts cans mas ¥<obebinephi Sabicea 801 560 489 
Ns ido bivs 5 A6u 600.06 seme cevaeonvianess 2,742 3,200 2,265 
GS in) inks faxcesedes< neue santewaundene’ 714 400 197 
I a isn octhecceaceder sts xesne'se 174 132 72 

Total freight train.. ................- 9,330 7,400 4,757 
PTO TNIE «concen sv asec scasensncus 113 107 352 


The company also owns six steamers and trausfer ferry- 
boats, transfers being made now over the Snake River at 
Ainsworth, over the Willamette at Portland, and over the 
Columbia at Kalama. 

The balance sheet shows: 


Assets: 
Railroad equipment and lands. ..$168,907,607.15 
N. P. stock and other invest- 
Tre 1,157,608.17 
Cash only applicable to retire- 
ment of bonds 246,267.70 
Accounts receivable........... -. 2,482,863.13 
2,122,492 50 
21,712.72 


Supplies on hand 
Suspense account 
Due on land sold, applicable to 

retirement of preferred stock 








UN OB ois a's 6055. Sa0ce: asses 3,056,415.71 
Gn ce hinneks Yoeccteneerwd-bncnee 1,952,666.69 
— $180,087,633.77 
Liabilities : 
Capital stock: 
SNM a5 ccs cv esesscuvenen $49,600,060.00 
Preferred... ................ 39,807,068 40 





—— $88,807,068.40 
Funded Debt: 
General Poy mort bonds........ 
“ 4 “ 
(BP On Ae Ee re ren 
Pend d’Oreille Div.... .......... 
Dividend certificates ........ .. 


-$40,278.000.00 
15,857 ,000.00 
2.260,400.00 
3,240,000.00 
4,640,821.20 


"$38,613.98 
1,664,573.03 


66,276,221.20 
Interest due and not called for.. 
Accrued but not due.... ...... 
1,763, 187.61 
2,623,157.38 
2,615,169.27 


12,801,174.91 
3,056,415.71 
2,205,239.29 


$180,087 ,633.77 


Compared with the balance sheet of the previous year 
there is an increase of about $29,214,000 in road, equipment 
and land and of the whole item of $3,050,000 due on land 
and applicable to securities, and a decrease of $142,000 in 
cash applicable to retirement of bonds, of $2,267,000 in 
Northern Pacific stock and other investments, of $90,000 in 
accounts receivable, of $2,384,000 of supplies on hand and 
of $1.383.000 in cash. In liabilities there is a decrease of 
$1,942,395 in preferred stock (received for land east of the 
Missouri and cancelled), an increase of $22,113,200 in funded 
debt, adecrease of $10,477,000 accounts and bills payable 
an increase of $4,674,000 in receipts and dues for lands and 
timber, and an increase of $1,056,000 in earnings invested 
in equipment. The funded debt all bears 6 per cent. in 
terest. 

Per mile of road owned, there was at the close of the year 
$25,336 of common stock, $20,615 of preferred stock, and 
$34,340 of funded debt—$80,291 in all. The 4773¢ miles of 
branch roads, however, which are virtually the property of 
the Northern Pacific, bring down the average materially, 
however, as their debt is but $20,000 per mile, and the 
ownership will not increase the Northern Pacific stock- 

The work done during the last two years was: 


1884, 188%. 


IE II 55 a0 5 05 visa vastebaihae ane 
Loans and bills payable... ....... .. .....-..... 
Net proceeds of Jand sales, preferred stock, 

See Ser eee 
Amounts uncollected un land and timber sales 
Earnings invested in equipments............... 


Train miles: 








Increase. P.c. 
Miles worked..... 2,332 9 1,502.4 830.5 55.3 
Passenger......... 1.925,528 1,294,186 631,342 49.0 
ee . 8,179,470 2,464,941 714,529 29.0 
Tons carried : 
| eee. 494,360 389,621 104,739 26.9 
re 948,440 703,715 244,725 34.8 
Total..:...:.. Sex 1,442,800 1,093,336 849,464 32.0 
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Ton miles: 1884. 1883. Increase. P.c. 

Eastward .... ... 123 661,199 74,717,718 48,943,481 65.5 

Westward........ 276,467,862 1°8,841.968 107,625,894 51.4 

ncicn xenkene 400,129,061 243,559,686 156,569,375 64.5 
Passengers carried 716.040 551,159 164,490 30.0 
Passenger miles... 115,853,300 54,409,782 61,443,518 113.0 
Average miles per 

BIR. «ocak lace ti 277 223 54 24.2 
Average miles per 

OOM ose) Gass . 162 99 63 63.6 

Av trein load: 
No. tons freight. . 126 99 27 «427.3 
No. passengers... 60 43 18 43.0 


The increase of 44 per cent. in freight traffic was carried 
witb an increase of 29 per cent. in freight train mileage, and 
the increase of 113 per cent in passenger traffic with an in- 
crease of but 49 per cent. in passenger train mileage, the 
average train load having greatly increased. The great in- 
crease in the average length of journey and of freight haul 
is a result of the opening of th» road ~ cmon 

The earnings from this traffic were: 












Earnings: 1884. 1883. Increase. P. c. 
Freizht ... .$7,865,367.34 $5,409,089.67 $2,456,286.67 45.4 
Passenger .... 4,2%7.259.4 2, 99,745.81 2,137513.59 101.9 
Se i 3.09 87,281.62 $8,311.47 101.2 
Express....... 257.843 14 229,259.22 28 583.92 12.0 
Miscellaneous 67,512.61 30,091 94 37,420.67 1244 

Total ......$12,603,575.58 $7,855,459.26 $4,748,116.32 60.4 

Expenses; 


Conducting 
transporta- 








lh, rere $1,757,255.76 $1,240,52695 $516,728.80 417 
Motive power.. 2,394,218.67 1,579,529.68 814,688.99 51.6 
Main enance— 

Of road and 

structures.. 1,659,855.09 1,393.'711.06 266,144.03 19.0 

Of cars.. .... 589 517.31 429,389.22 150,128.09 34.1 
Generalexp.... 521,678.55 299,909 99 221,768.55 739 
_ ae 255,229.36 141,699 12 114,130.24 81.0 

THe... 3. $°,177,754. 74 $5,094,165.94 $2, 83.588.80 409 
Net Earnings... 5,425,829,.84  2,761,293.32 2,664,527.52 96.5 

The income account is : 

Debit: 

Balance, June 30, 1883...... .... .... $1.149,583 12 
IS i. ona <heine tieaiaiidls 5,425,820.84 
Div. on investments........  .....6.. 38,972.67 
Sundry accounts, including receipts 
on old ar counts previously charged 
GUE odds 0d Ranks iuswestaanaekeeeel amas 39,897.78 
—_——---— $6,654,274.41 

Credit: 

Rentals idl os kdaake Rae tet ea $412,400.92 
Interest on bonds..................04- 3,535,038.28 
Mo. Div. sinking fund................ 3.930 66 


Balance intere-t........ .... .... «++ 
Opening celebration .. ....... .. ae 
Balance (invested in equipment)..... 


318,28:3.¢ 

179,381.27 
2,205,239 29 
—————— $6,654,274.41 

The surplus of net earnings over fixed charges last year 
amounted to $1,055,653, which is at the rate of $2.65 per 
share of preferred stock outstanding at the close of the year. 
The income account dors not include any receipts or expend- 
itures of the Land Department. 

This department reports the following sales for the year : 








| ere er er 17 541.67 acresfor  $58.518.57 
DOSED cade cnkasvcxokseasiine 250.853 32 “* ‘“* 1,185,399.11 
Res BROMIMMR. 2... ccc ccs sce 62.27053 “* 246,782 30 
In Washinvton 147.450 49 “ * 693,511.71 

Total land .. -se e+. 478,116 01 “ © $2,184.041.69 
ee anewhnepasdoebeneticeshs 97,251.00 

NMG  ansiagt ee ee eee $2,281,892 69 


On the other hand. contracts for the sale of 27,255.77 
acres, on which $101,513.55 was due, were cancelled during 
the year, $9,943.40 was allowed as rebate for cultivation, 
town lot contracts for $3,150 were cancelled, aud rebates 
amounting to $409.50 for improvement of town lots were 
allowed, making the net sales 450,860 acres for $2,170,436, 
the average price of land sold being $4.57 per acre. 

The receipts of the Land Department were : 


In preferred StOCK .....ccccc.sosce cascgece seoseeese $1,725.570.70 
ANIEN 0:00:h6-30-90'- nk nn cade chiacnensineeerhietsbwadans 715,224 89 
II 5 5s sias naaceud bineeaenh yun. woh as COeeeRgbmeanT $2,440,795.59 


‘Lhe expenses of the department were $482,193.76. There 
was due the dep:rtment at theclose of toe year for land 
sold on time $3.056.415.71. There were certified to the 
company by the United S:ates during the year 1,993 911 
acres of land, neariy two thirds of which was in Dakota, 
and the whole amount certified to that time was 8,317,748. 
Daring the last vear 2,525,000 acres of government land 
withio the limits of the company’s land grant were taken 
up, and the Lind Commissioners estimates that the new 
settlers o1 these and the railroad lands during the year 
number 25,000. 

Some miscellaneous statistics given in the report are as fol- 
lows: 


1883-84 1882-83 Ine. or Dec. P.c. 

Av. miles worked. .... 2,332.9 = 1,502.4 f. 830.5 55.3 
Per mile— 

Gross earnings....... 5,40°.54 $5,228.61 I. 173,93 33 

Expenses and taxes.. 3,076.75 3,390.68 1D. 313.93 92 

Net earvings ....... 2,325.79 1,837.93 I. 487.86 2.67 
Per pass, train mile-- 

OO BRR S Sapa ce $2.42% $1.87 I. $0555 300 

Expenses ..........00 1.34 aa. £ 0.12 10.0 

| Se 1.0844 0.65 I. 0.43144 66.1 
Per freight train mile— 

TAPING. cs 0:00, n0cdee 2.47 2.19 I. 0.28 127 

a era 1.36 1.37 dD. 0.01 0.8 
Receipt per-- 

Passenger-mile .. 3.44cts. 3.76cts. D. O.32ects. 8.5 

TOWED... . 6056 0's 196** 2.22 °° > Ge 27 


PRESIDENT’S REPORT. 


The report of the board of directors, signed by President 
Robert Harris, says that $7,782,000 of general first-mort- 
gage bonds were issued duriog the year, namely, $25,000 
per mile on 311 2 miles of constructed road accepted by the 
President of the United States. 

Of the $20,090,000 of second-mortgage bonds authorized 
by vote of the peferred stockholders, $15,000,000 were 
sold to a syndicate for 8744, less a commission of 5 per cent. 
in bonds. The option of tue syndicate to take $3,000,0U0 
has been extended, it agreeing meanwhile to make advances 
ou them to meet construction expenditures ; $4,857,000 of 
these bonds remain unissued. Of the $2,500,000 of Missouri 
Division bonds, $239,600 have been cancelled by land sales; 
‘also $1,26,000 of the $4,500,000 of Pend d’Oreille Division 
bonds. The $3,056,415.71 due on land sales (and bearing 7 
per cent. interest) is applicable to the 1etirement of stock and 
bons as fol:ows : 

Preferred stock $1,276,077 .5? 


Missou:i Vivision bonds.......... Ih nies naan see ome 316,927.21 
Pend d’Orviile Division bonds .......... .....eee008 857,400.00 
General first-mortgage bOndS.............6+.seeeeee 606,010.98 


East of the Missouri 4,079,955 acres of land grant remain 
unsold, dedicated to the ext.nguishment of preferred stock. 

Tae rents to be paid to the terminal companies will con- 
stitute a fixed coarge iu ad. jition to interest on bonds. For 
the current fiscal year ending June 30, 1885, thése rents 
will amount to about $655,000. . = = = —. - 


THE RAILROAD GAZETTE. 


Resources. 

From gross earnings .... .......... 2,603,575 .58 
** Dividends on investments 38,972.67 
‘* Sundry items of profit and 

| Eee egitot me 39,897 78 
‘* Increase in funded debt....... 22,113,200 .00 
‘* Decrease in supplies on hand. 2,383,848.55 
‘* Decrease in investments ..... 2 266,925.88 
‘Decrease in cash on band .... 1,382,731.67 
“Decrease in accounts receiv- 
ad barat adabean fs. Gindade 68,482.53 
* Deerease in land funds on 
hand, applicable to retire- 
ment of bonds. .. .......... 140,118.31 
‘* Land sold, less experses for 
GORE 06. 008 co coce coe os }|=69G0080.18 
‘* Increase in sundry Habilities.. 604,287 .48 
—-— $43, 260,130.63 





Disbursements. 
Operating expenses, taxes. interest. 
sinking fund, rentals, etc. .§11,626.789 .86 






Expended for construction 9,182,948.7: 
Expended for equipment... ... - 5,594,672 49 
Decrease in preferred stock.. .... 1.942 395.50 


~ 
Q 
2 
© 
z 
* 


Decre»s- in accounts pavable. . 


Decrease in loans and bills payable —2,836,9'2.49 
Discount on bonds ........ ......... 3,600,932 .50 
Increase in sundry assets..... . bane 8 '5,533.63 








— $43, 260,130.63 
By reference to the balance sheet it wi!l be seen 

that the cash on hand, supplies. avcounts receiv- 

able, and eeneral second-mortgage bonds unsold 

June 30, 1884. amount to......... .. cc cee ee eees $10,741.022.32 
And that the interest on the founded debt accrued 

June 30, 1884. accounts payable, and loans and 

bills payable, amount to 6.941,514.26 


Leaving availe ble for future uses................... $3,799,508.06 
CONSTRUCTION. 


“The two ends of the main track met Aug. 22, 1883, as 
stated in last report, at a point 1,188 miles from Duluth, 
and 847 miles from Puget Sound, by way of Portland, and 
716 miles by way of Cascade Division. In addition to which 
the following sections of track have been completed: On 
Sept. 10, 1883, trom Portland to a point on the south side of 
Columbia River, opposite Kalama, 363 miles: on Dec 15, 
25 miles of the Cascade Division, from the Columbia River 
up the Yakima: on Dec. 26, 25 miles of the Wisconsin Divi- 
sion, to a noint on the east side of the Brule River: all of 
which have been accented by the President of the United 
States. On Nov. 1, 1883, the track was completed through 
the Mullan Tunnel, 3,847 fr. long, and on Jan. 16, 1884, it 
was completed through the Bozeman Tunnel, 3,610 ft. long: 
and the overhead tracks have been abandoned. The bridge 
over Snake River, costing $1,135,743 67, was opened for 
traffic April 20, 1884. 

‘“‘The transfer boat ‘Tacoma,’ to be used to take cars 
across the Columbia River at Kalama, was completed and 
delivered to the company on July 24 last. The boat has 
three tracks on deck and can carry 27 freight cars at once. 


BRANCH ROADS. 


“The Northern Pacific Fergus & Bleck Hills Railroad was 
completed to. Milnor, 2.9 miles, Aug. 22, 1883, making the 
the total length ef this road 117.10 miles. 

“ The Fargo & Southwestern Railroad was completed to 
o. Moure, July 30, 1883, making the total leogth 87.4 
mniles. 

““The Sanborn, Cooperstown & Turtle Mountain Railroad 
was completed to Coopéfstown, Sept. 22, 1883, and is 36% 
miles long. 

““The Jamestown & Northern Railroad was completed to 
New Rockford, Nov. &, 1883, 64.1 miles from Jamestown, 
leaving 25.3 miles to complete to Minnewaukan, at the west 
end of Devil’s Lake, which it is expected will be done during 
the present year. 

“The Sykeston Branch of this road was completed to 
Sykeston, Sept. 22, 1883. 12.9 miles. 

“The Helena & Jefferson County Railroad, starting from 
the main line 4.9 miles East of Helena and running to 
Wickes, 20.1 miles, was completed Dec. 18, 1883. 

**Tbhe Rocky Mountain Railroad, of Montana (National 
Park Branch), from Livingston on the main line to Cinna- 
bar, 51 7 miles, was completed Sept. 22, 1883. 

** These branch roads with the Little Falls & Dakota, from 
Little Falls to Morris, 87.85 miles, constitute the system of 
branches constructed under contracts by virtue ef which the 
roads are operated in the interest of the Northern Pacitic 
Railroad Co., avd in which this company agrees that, after 
the expiraticn of two years from the completion of each sec- 
tion of the branch roads, the net earnings thereof shall 
amount in each year to enough to pay the interest on the 
bonds issued for construction, and the sinking-fund charges 
as they shall become payable, until the bonds are paid. 

‘* The capital stock of each branch company is deposited in 
trust until the bonds of that company shall be paid, when 
its entire stock becomes the absolute property of this com- 
pany, free from any charge whatever; and meantime this 
company has the sole power of voting and receiving dividends 
thereon. 

* When the Jamestown & Northern Railroad shall be 
completed to Minnewaukan, the total length of this system 
of roads will be 502 95 miles, and the annual interest on the 
honds for which the Northern Pacific Railroad Co. shall be 
liable, two years after the completion of the last section of 
the branches, will be $6U3,540; and when the full amount 
of the sinking fund charges become pavable, the total annual 
liability of the Northern Pacific Railroad Co. will be 
$704,130. 

*The amount of interest on the bonds of the several 
branch road companies and of sinking-fund charges, accru- 
ing in the year ending June 30, 1885, to meet which pay- 
ments are to be made by the Northern Pacific Railroad Co., 
is the sum of $342,262. 

“It is the opinion of the board that the net earnings of 
these branch roads and the profits this company will derive 
from their business will, at all times, be much more than 
enough to meet the above named labilities, and that in fact 
the branch roads themselves will soon be self-sustaining and 
the earnings sufficient to meet ail their operating and other 
expenses and fix-d charges. . 

“The track of the St. Paul & Northern Pacific Railway 
has been completed between Sauk Rapids and Minneapolis, 
and the trains of this company commenced running over 
that road to Minneapolis July 1, 1884. Between Minne- 
apolis and St. Paul, the track of the St. Paul, Minneapolis 
& Manitoba Railroad is used under a contract continuing to 
July 1, 1909. The lease provides that the St. Paul & 
Northern Pacific Co. shall furnish all facilities | etween 
Brainerd and St. Paul that the Northern Pacific Co. may re- 
quire, including the extension of the road from Minneapolis 
to St. Paul. 

‘The Northern Pacific Co. pays the St. Paul & North- 
ern Pacific Co. for the use of their property a net rental 
quarterly, equal to 40 per cent. of the gross earnings 
on the St. Paul & Northern Pacific road, which is 
guarauteed by the Northern Pacific Co., shall never be less 
than the interest upon the entire issue of St. Paul & North- 
ern Pacific bonds; of these bonds there have been issued up 
to June 30, 1884, $5,000,000. 

‘*The Northern Pacific Co. owns a little more than one- 
Aalf of the stock of the St. Paul & Northern Pacific Co., 
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and will receive its share of the rent paid by the Northern 
Pacific Co., over what is required to pay interest on the 
bonds. 

‘* The depot grounds in Minneapolis are most conveniently 
located, and afford the very best facilities for doing the 
large and increasing business of that rapidly growing city. 

** Ample terminal grounds have also been acquired in St. 
Paul at reasonable cost, securing the company against the 
necessity ot future large expenditures for land to meet the 
growing requirements at the St. Paul terminus. 

‘*When it is considered that the two cities of St. Paul and 
Minneapolis are each increasing in population at the rate of 
20 per cent. annually, the wisdom of thus early providir 
for the future wauts of the compauy in those cities wil 
fully appear. 

“Tbere has been expended by the Northern Pacific 
Terminal Co,, of Oregon, for lands on both sides of the 
Willamette River at Portland and improvements thereon, 
$2,226,237.11. 

* The objects of acquiring an interest in this property 
were set forth in the last report. 

‘* The several companies, viz : Northern Pacific, Oregon 
Railway & Navigation, and Oregon & California compa- 
nies, lessees of this property, are responsible for interest on 
the bonds in the proportions of 40 per cent., 40 per cent. 
and 20 per cent. respectively. 

** The whole issue of bonds by the Northern Pacific Ter- 
minal Co, authorized is $5,000,000. The $2,000,000 bonds 
not issued, cannot be issued without the consent of all three 
lessee companies, 

‘** The length of road owned by this company at the end of 
the fiscal] year is as follows: 


Miles. 
Duluth toN. P. Junction (ow ned in common with St. Paul 
CMD ork tncsces asia ests invennbesh cas 23.2 
N. P. Junction to Wallula Junction .... ................06. 1,650 5 
N. P. Junction to Superior City......... se badebaghoans 23.5 
Superior City to east end of track.... ...... 0 6. cesses eee 206.5 
Portland to south bank of Columbia River, opposite Ka- 
DE ae A2ck Gacehaagbnaccs acet's sheees. SE ee ee renbares 36.: 
Kalama to Tacoma ............... iaitwonhs.eaee 105.1 
Cascade Branch — 
Tacoma to South Prairie ................ 25.0 
From Columbia River up Yakima Valley................. 25.0 
Main Line and Cascade Branch........ .......... «++ 1,915.1 
From Puyailup Junction (10.4 miles east of Tacoma), to 
Stuck Junction (the junction with Puget Sound Shore 
S| rN as BAe teal) a> 2 6.93 
From South Prairie to Carbonado and Wilkeson and 
ONE FUGRED GORE GUNNER. ins. ccccccecnes 620. ecnesses aces 8.7 
Whole length of road owned by Northern Pacific R. R. 
SO kee ste nade medi? Be absenhht bee pene baneneuneensecssen 1,930.75 
Leased: 
St. Paul & Northern Pacific Railway, Brainerd to Minne- 
a ae orb sdeteceieeen abet Hiedpek: dineias sess Bane 
Trackage, Minneapolis to St. Paul (St. P., M. & M. Ry.) 11,56 
2,069.19 
Branch Roads: 
Little Falis & Dakota RB. BR .. ............ .-+0.-.- 87.85 
Northern Pacific. Fergus & Black Hills R. R........ 117.10 
Fargo & Southwestern R. R ..... 00.0.0. cece eee ee 87.40 
Sanborn, Cooperstown & Turtle Mt. R. R.......... 35.5 
Jemestown & Northern R.R .................45. 64 10 
Sg ns sSinc dues ccsaweeciven sts 1290 
Rocky Mountain R. R., of Wontana 51.70 
Helena & Jefferson County R. R... 20 10 
——— 477.65 
Total length of road owned and leased at the end of the 
I 00365 5bbbb6dinnean nen abeemssaaehs 2 hd eaeteneeel 2,546.84 


**The sections of road from Portland to a point on Colum- 
bia River opposite Kalama, 36.3 miles, and from Columbia 
River up Yakima Valley 25 miles, and from Superior City 
to the east end of track, 26.5 miles, have not been operated. 

** Construction is progressing on the Wisconsin Division 
between the east end of the track and Ashland, 36 miles, 
and on the Cascade Division from the west end of the track 
in the Yakima Valley to Yakima City, 57 miles. 

* Until the most careful examination of the several passes 
of the Cascade Range had been made, it was thought not 
desirable to file in the Interior Department the map of defi- 
vite location of that part of the Cascade Division from 
Tacoma eastward, although the road was completed from 
Tacoma to Wilkeson in November, 1877; because the pre- 
cise point at which the second section would commence could 
not ¥ determined until the best mountain pass had been 
found. 

* The search for this pass has been one of great difficulty, 
requiring the highest skill and perseverance. That known 
as the Stampede, about midway between Natches and 
Snoqualmie passes, has been adopted by the company as the 
place for crossing the range. 

‘*This selection determined the point of connection with 
the first section east from Tacoma, and the map of definite 
line of location from Tacoma to South Prairie was filed in 
the Interior Department, and the commissioners appointed 
by the President of the United States to examine this sec- 
tion have r commended its acceptance. 

“The line of definite location from South Prairie, 25 miles, 
to a point in the cafion of the Green River, and on the east 
side of the Cascade Range, from Yakima City toa point 125 
miles west of Columbia River, bas been adopted, aud maps 
of the same have been filed in the Interior Department, and 
the grading has been let from South Prairie to 25 miles. 

“Surveys are in progress for the definite location of the 
rest of the line across the summit of the Cascade Mountains, 
a distance of about 74!¢ miles. A tunnel two miles long 
will be required. The bighest elevation of the tunnel above 
sea level will be 2,885 ft. The summit of the pass is 3,693 
ft. above the sea. The mountain is supposed to be hard 
basaltic rock, and the construction of the tunnel may re- 
quire from two to three years. 

LAND DEPARTMENT. 
The approximate number of acres cf land for 
which the company is now entitled to patents, by 
reason of constructed road (including lands al- 


ready patented), is.... ...... eet ee 41,600,000.00 
The number of acres sold from the beginning to 

Sd DRUID bas isctenasie chacs ce ates Shand 5,118,382.41 
SE TIES ons 6:08 «00 0605 20 200000; cesneseaves. wa 36,500,L00.00 


patented and patentable, yet undisposed of, which may be 
classed as follows: 

Agricultural and timber..................s00-00. 
GION. koe i. c0s 0s seseasccccoscoccsss coceetees .000,000 
SI, dace esencenpgscnksbhecckanaseehentamin . “ 11,500,000 

‘Of the above agricultural and timber lands 4,079,955 
acres are east of the Missouri River, the proceeds being 
applicable to the retirement of preferred stock. 

‘The character and quality of the granted lands have 
been described in former reports. That they are the best 
in this country now available for settlement, is beyond dis- 

ute.” 

. With regard to the status of the land grant, the report, 
after describing the legislation proposed in the last Congress, 
says: ‘Such firm reliance is placed in the good faith of the 
people and the Congress of the United States, and in the 
justice and legal impreguability of the company’s position, 
that no fear is enter.ained that any attempts to hinder the 
completion of the road, by efforts to take away the lands 
me by Congress for that purpose, will prove success- 
f 


Acres, 12,000,000 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 

Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes. 
ete., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE NORTHERN PACIFIC REPORT. 


The report of the Northern Pacific last year, which 
we reviewed in our issue of Sept. 28, was a very long 
one, but it was impossibie from it to ascertain exactly 
what its property was, what its obligations were, or 
what charges it would have to meet in the current 
year. From the report and other sources of informa- 
tion we attempted to ascertain these fundamental 
facts, but could do so only imperfectly. From 
what the report said it appeared that $8,000,000 of debt 
had been incurred for construction above the proceeds 
of all the bonds authorized. We were able to find 
$52,000,000 of debt on which interest was to be paid 
during the year 1883-84, and estimated the rentals, 
from the best information accessible, at $372,000 until 
the company should become liable for interest on 
the branches built for it by the Oregon & Transconti 
nental Co. two years after their completion, the time 
of which was not reported. 

About a month after the report was issued it became 
known that the company bad pressing need for much 
more than the $8,000,000 mentioned in the annual re- 
port, and in November an issue of $20,000,000 of sec- 
ond-mortgage bonds was authorized, and $15,000,000 
of them were sold. We had estimated that the mini- 
mum fixed charges for the year would be $3,502,000; the 
report issued last week shows them to have been 
$3,947,489, of which $412,401 was for rents. The 
$7,000,000 of second-mortgage bonds required over the 
acknowledged floating debt of $8,000,000 in the report 
cost $420,000 for interest, which substantially makes 
the difference between our estimate of a year ago and 
the actual pay ments. 

The report this year isin striking contrast to that 
of last year. Then, with a road just completed, and 
a recent great reduction in the price of the stock, the 
questions above all others which required answering 
were: What are the obligations of the company; what is 
the property on which they are secured; what charges 
must be met during the current year, and what means 
will be available for meeting them? The report did 
not answer these questions and afforded but imper- 
fect material for answering them, and it con- 
cealed a large amount of obligations that would 
have to be met during the year. At least it 
led many to believe that the acknowledged ex- 
cess of $8,0U0.000 of cost over proceeds of securities 
authorized would cover the whole cost of completing 
the road; and a statement, which was circulated as 
official (but not contained in the report), was made 
about the time the report was issued which esti- 
mated the gross and net earnings of the road for 
the ensuing year, and subtracted from the latter the 
interest on only $52,200,000 of debt, leaving a sur- 
plus of $2,870,000 for the preferred stock, equal 
to very nearly $7 per share. As at that time the 





obligations of the company must have been about 
as well known as at any time afterwards, this 
statement was a gross misrepresentation. By whom 
given out or prepared we are unable to say; possibly it 
was called ‘‘ official” only because it was made by 
some person connected with the company who was 
himself ignorant of the extent of its obligations, of 
whom there was more than one. The actual result of 
the last fiscal year (ending June 30), was a profit of 
$2.65 per share of preferred stock from the railroad. 
If the estimate was for the first year after the opening 
of the road, the result cannot have been much dif- 
ferent for that year, for the gross earnings at least 
were not much greater this year than last in July, 
August and September. Estimates of gross and net 
earnings at the time may well have been mistaken, 
but there could have been no mistake about the inade- 
quacy of the estimate for interest. 

The report this year gives an exact inventory of the 
lines owned by the Northern Pacific Company, of the 
lines leased, and of the branches which will become 
its property through the operation of a sinking fund of 
$200 per mile per year. Further, it gives, what is of 
especial value to the stockholders ia estimating the 
value of their property, a statement of the rentals, 
and of the ioterest and sinking fund charges which 
the company will have to meet during the current 
year, ending June 30, 1885. 

In our summary of the report on another page we 
make some comparisons with the previous year 
which deserve attention. The road was open 
through to Oregon a little more than nine months 
of last year. It has commanded nearly the whole 
of the Oregon and Washington transcontinental 
traffic ever since. But though the extension of 
the road has made accessible a vast area of un- 
settled land, the population on the line of the road 
probably did not grow as fast as for two or three 
years previous, though its production doubtless in- 
creased more than in any previous year—a production, 
however, which will affect this year’s business chiefly. 
Further, the earnings in 1882-83 included $1,523,000 
for construction freight and travel, and last year 
doubtless only a fraction of thatsum. On the whole 
there was an increase of 6) per cent. in gross and of 
964 per cent. in net earnings, with an increase of 55 
per cent. in the average mileage worked. Per mile of 
road, there was an increase of only 8} per cent. in 
gross earnings, but an increase of no less than 21 per 
cent. in net earnings. It is thus evident that the 
working expenses increased much less than the mile- 
age and gross earnings. The increase in them, in fact, 
was less than 40 per cent. 

The adequacy of these expenses is thus a question 
of some moment. Perhaps the best single unit of 
expense is the train-mile. Now the increase in train 
mileage last year was less than 36 per cent., while 
the increase in 2xpenses was 40 percent. Per passen- 
ger train mile the expense increased 10 per cent.; per 
freight train mile, 2 percent. The increase of 60 per 
cent. in gross earnings was due to an increase of 30 per 
cent. in the receipts per passenger train mile, and 123 
per cent. in the receipts per freight train mile, and these 
larger receipts per train mile were due to larger aver- 
age train loads, for there was a decrease of 12 per cent. 
in the average freight rate, and of 8} per cent. in the 
average passenger rate. 

So far, then, the indications are that the expenses 
were adequate if they were the year before. On aroad 
under construction the expenses of working are in 
some respects naturally much below the average. 

If we examine the expenses under the different 
heads, we shall find further information. With an 
increase of 113 per cent. in passenger traffic and of 
64 per cent. in freight traffic, which is equivalent to an 
increase of about 79 per cent. in total traffic, and with an 
increase of 36 per cent. in train mileage, there was an 
increase of 40 per cent. in total working expenses ; but 
the increase in maintenance expenses was relatively 
small. For conducting transportation the expenses 
increased 414 per cent.; for motive power, except 
repairs of. locomotives, nearly 60 per cent.; gen- 
eral expenses 74 per cent.; on the other hand re- 
pairs of locomotives increased but 28 per cent., 
maintenance of cars 34 per cent., and maintenance of 
roaG and structure only 19 per cent. There was even 
a large in renewals of track, which 
amounted to but $24 per mile of road worked, against 
$101 the year before; and there was also a decrease 
in the cost of renewals of ties, which was $6024 
per mile last year, against $1111¢ in 1882-83. The 
repairs of locomotives averaged $1,222 each, against 
$1,286 the year before, and repairs of cars $62 each 
against $58,—counting the number on hand at the 
end of the year, which was considerably greater than 
the average number, so that these figuresare lessthan 
they would be if we had the average number to divide 


decrease 
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hy. But doubtless maintenance expenses were less 
than they will be on the average. That is the natural 
result when the road and equipment worked are to so 
large extent new, unless it was so poorly constructed 
in the first place as to require an exceptional amount 
of work on the road-bed which should have been done 
when the road was built and charged to construction. 
An increase in the maintenance expenses of the 
Northern Pacific may fairly be expected. 

It is noticeable that the passenger earnings of the 
road were twice as great as the year before, while the 
freight earnings increased but 453 per cent. Some- 
thing of this, doubtless, was due to the fact that by far 
the larger part of the large earnings from construction 
in 1882-83 were freight earnings, and that this source 
of earnings became comparatively insignificant last 
year. Omitting construction freight, the freight earn- 
ings in 1882-83 were but $4,014,000, and the increase 
ove: this amount last year was 96 per cent. instead of 
454. Something, too, was due to the rush tothe Coeur 
d’Aléne gold mines, which swelled passenger much 
more than freight earnings. 

No estimate of the value of this property is com- 
plete which fails to take account of its great land 
grant, which has already reduced the preferred 
stock more than $11,000,000 and the funded debt 
$1,500,000. The sales east of the Missouri applicable 
to the preferred stock retired 4.6 per cent. of the pre- 
ferred stock last year. The report estimates that of 
the 36,500,000 acres of land to which it is now enti- 
tled, 12,000,000 are agricultural or grazing lands, 13,- 
000,000 grazing lands and the other 11,500,000 moun- 
tain lands. It may never get much for the latter, 
will probably have to accept a very low price for the 
grazing lands. but the agricultural and timber lands will 
probably bring a considerable price, though it may be a 
long time before a large part of them can be sold. 
They are actually, however, greatly improving the 
financial position of the company and hastening the 
time when dividends can be paid on the preferred 
stock. It will probably be a disappointment to many, 
however, to find that the sales were not increased 
after the completion of the road through. The sales 
for five successive years have been: 

1879-80. 1889-81. 1881-82. 1882-83. 1883-84. 
Acres. .... 286,330 839,400 451.811 761,236 478,116 
Amount ....$312,521 $3,202,817 $1,476,256 $3,392,332 $2,281,893 

The figures are somewhat excessive by reason of not 
deducting the lapsed contracts, but in the first two 
years town lot sales are not all included. It will be 
seen that last year the acres sold were 37 per cent. less, 
and the amount for which they were sold was 33} per 
cent. less than the year before. There was a decrease 
in acres sold on every division except the Montana 


and Pacific divisions. Thus the sales were: 











Division. 1880-81. 1881-82. 1882-83. 1883-84. 
Minn. and Dakota...... 588,080 215,583 417,388 221,912 
| Saree 5,098 24.655 110.033 46.483 
Pend @’Or ille.......... 237,829 164,977 166,361 102.36€ 
Montana and Pacific.... 8,593 46,596 67,554 167,355 

OCU ss Waste Vedi wes 839,100 451,811 761,236 478,116 


The chief decrease last year was in Minnesota and 
Dakota, where it was 47 per cent., but it was large on 
the Missouri and Pend d’Oreille divisions also. The 
latter includes the line from the Columbia northeast 
through Western Washington and into Idaho, which 
has been built some years. The sales on it have heen 
considerable, considering its length and newness, but 
the large decrease in them indicates that the choicest 
that are now accessible have been sold. 

It is not surprising that sales have fallen off since 
the completion of the road. People do not wait for 
the completion of a located railroad beture buying 
lands on its line. On the contrary, they are inclined 
to rush in at the earliest possible moment to take ad- 
vantage of the rise in price which they expect to fol- 
low the completion of the road. Great as has been 
the actual development of farming, grazing, mining 
and lumbering on the Northern Pacific, doubtless the 
greatest of all ‘‘industries” there for several years 
has been land speculation, and for every dollar of 
profit made there by production of any kind, doubt- 
less ten dollars had been made by the rise in the price of 
lands, or had been at this time last year, since which 
time speculation has fared hard. Men have been search- 
ing for choice lands on the line for the last five or six 
years, and much of what they have secured is now in 
the market competing with the company’s lands. At 
the same time with the decline in land speculation 
there has doubtless been some decrease in the number 
of actual settlers, who are also to a great extent land 
speculators—that is, are, as they always have been 
since the first settlement of America, attracted to the 
new country by the prospect, which has generally 
been realized, that the land which they could get for a 
little would in a few years be worth, either to cultivate 
or to sell, a great deal more. 

The rush of speculators to the Northern Pacific 
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it is followed by a growth which is still rapid and will 
probably continue long. It is true that along its lines 
and elsewhere in Dakota and Washington is the only 
great area of fertile agricultural lands left in the 
country to be given away by the government, or sold 
at very low prices by a railroad company. Settlers 
are therefore in a measure forced in that direction. 

The Northern Pacific is still an unfinished road. 
The present western terminus of its main line is at 
the forks of the Columbia, 214 miles east of Portland, 
Or. It has not yet any independent outlet to the 
Pacific. One that is all-sufficient is supplied by the 
Oregon Railway & Navigation Co., but a company with 
some 2,400 miles of road east of Ainsworth is not 
likely to remain permanently dependent on another 
company for access to the chief traffic centre of the 
coast, but 214 miles distant. The Oregon Railway and 
Navigation Co. has occupied with its lines the chief 
part of the cultivable country in Eastern Oregon and 
Washington, and its road down the Columbia forms a 
direct outlet to Portland for the Northern Pacific. There 
have been negotiations for a lease of the Navigation 
Company’s property by the Northern Pacific, but so 
far they have failed. Meanwhile the Northern Pa 
cific is extending its line to Puget Sound, as it must 
do to save the land grant on that line, and this will 
give it a Pacific terminus. A Pacific terminus is 
now, however, much less important to it than a Port- 
land terminus, for Portland is the distributing centre 
of the commerce of Oregon and Eastern Wash- 
ington at least, and must remain so while the 
Navigation Company’s lines centre there, A con- 
tract exists between the two companies, but such 
contracts do not always or usually give the 
advantage which come from control. Very soon the 
Oregon Short Line of the Union Pacific will meet the 
Navigation Company’s road, and then the through 
traffic to and from Oregon will have to be divided. 
A contract, to which all three companies are parties, 
was made long ago for the division of this traffic, ac- 
cording to which, we believe, the Navigation Company 
will divide the east-bound traffic between the Union 
Pacific and the Northern Pacific in proportion to the 
west-bound traftic which they bring it.so that the road 
which can command the larger shipments in the Eas 
will receive the larger shipments from the Navigation 
Company’s lines. It would seem that this contract 
could be carried out with safety to all parties con. 
cerned, but there appears to be some apprehension that 
it may not be. If the Northern Pacific suffers, it will 
probably be compelled to build a line of its own to 
Portland, which would be superfluous, and would not 
by any means secure a full share of the Oregon traffic, 
because the Navigation Company’s railroad lines are 
all east of Portl ind. 

The charges which the Northern Pacific will have to 
meet during the current year will be $3,976,573 for in- 
terest on the funded debt outstanding at the close of 
the year, plus the interest on what may be incurred 
for construction during the year (probably not a very 
large amount), $342,263 for interest and sinking funds 
of branch roads constructed for it by the Oregon & 
Transcontinental Company, and $655,000 forrentals of 
terminal roads and properties. This will amount to 
$4,974,000 plus the interest on additions to the debt, 
against $4,269,654 actually paid last year—that is, 
something more than $700,000 more will be required this 
year than last, when the surplus over fixed charges 
was $1,055,000. As tothe prospects for earnings and 
profits, we have first the knowledge that the gross 
earnings in the first 12 weeks of the current year 
(July 1 to Sept. 14) have been $236,721 (9 per cent.) 
more than last year ; that the crops on the line are im- 
mensely greater than last year; that the growth of 
the country on the road continues, but is slower than 
it has been ; that the completion of the connection be- 
tween the Union Pacific and the Oregon Navigation 
Company will probably deprive it of nearly or quite 
one-half of the through traffic, which it had nearly the 
whole of for nine months last year. If the net earn- 
ings for the year increase at the same rate as the 
gross earnings for the first 12 weeks of the year, 
they will be about $500,000 larger than last 
year, which will not cover the increase in fixed 
charges. In only one of these 12 weeks was the 
effect of the new crop felt. A larger increase than 
9 per cent. is probable in the fall months; in the 
second week of September it was 24 per cent. But 
doubtless the very low price of wheat wi'l tend to 
discourage immigration to the country over the road, 
which is almost exclusively a wheat country where 
cultivated at all. This may reduce earnings next 
spring and summer. We should say that the in- 
dications now are for a large increase of earn- 
ings from now until winter. Afterwards with 
the Union Pacific taking a large share of the Oregon 
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traffic, the increase, if any, is likely to be much 
less, unless something unforeseen occurs, like the rush 
to the Coeur d’Aléne placers last spring, to swell them. 
The company, however, seems to have fairly passed 
through its time ot trial. A continuous, if not a rapid, 
growthof the country on its roads is to be expected 
even in dull times, and a consequent growth of traffic, 
unless there shall be a multiplication of competing 
roads, of which there is no present prospect, but which 
no company in this country is ever safe from. The 
sales of land are reducing the obligations, and even 
last year the profits from traffic, above all fixed 
charges, were at the rate of $2.65 per share of preferred 
stock, 








The Presidents of the trunk lines have been holding 
a meeting this week, which we may suppose was in- 
tended to settle the existing difficulties, the most seri- 
ous of which, as regards actual loss of money, is the 
lack of some agreement as to the difference between 
live-stock and dressed-beef rates. Probably the rail- 
roads are receiving as much as $4 per ton less than 
they might easily collect on this great traffic between 
Chicago and the seaboard. This matter has been re- 
ferred to arbitration, but no steps have been taken, we 
believe, to decide it. The other question of immedi- 
ate importance is the renewal of a passenger pool be- 
tween Chicago and St. Louis on the west and the 
seaboard, including all the trunk lines. Of course 
nothing can be done unless the lines which have 
hitherto held aloof are willing to co-operate, but 
unless they have expressed some _ willingness 
to consider the subject, it is not easy to see 
why the presidents should be called together. 
With regard to east-bound freight it does not appear 
that there have been great irregularities ; but there is 
apparently some apprehension that there may be if 
other troubles continue. The reopening of the Chi- 
cago & Grand Trunk’s claim for a larger percentage 
of the Chicago shipments is also a question before the 
meeting, which is still in session as we go to press, 
and which may have important results. 








Little attention has been paid to the estimate in the 
September report of the Department of Agriculture 
of the number of hogs for fattening in the several 
states compared with last year. But this is a matter 
of very great importance in connection with the corn 
crop, which is consumed chiefly by hogs. The report 
shows that the number of hogs has decreased in every 
state that produced many for market except Kansas and 
Nebraska, the latter having an increase of 8 per cent: 
and the former of 1 per cent. There is a decrease of 
8 per cent. in Kentucky, of 14 per cent. in Ohio, 7 in 
Indiana, 8 in Illinois, 8 in Iowa, and 4 in Missouri. 
This is an enormous decrease, and it is a decrease 
from a small number of hogs, for the light corn crops 
of 1881 and 1882 had already largely decreased the 
stock last year. This is aserious matter, for not only 
have we plenty of corn to fatten hogs with this year, 
but we could probably sell all the pork we could 
fatten; for while the world seems overstocked with 
breadstuffs, it has not meat enough. It is, of course, 
a natural result that the animals which live on 
corn should be largely reduced in number after three 
successive light corn crops, but the extent of it had not 
been brought out clearly before. This is one of the long- 
continuing effects of a bad corn crop. The good 
effect of the present large one is likely tobe felt a year 
hence—and also two years hence—in a largely in- 
creased stock of hogs for fattening. 

Doubtless the small stock of hogs will consume 
as much corn as the larger one last year, because corn 
is cheaper and they will be made heavier ; but they 
will leave an undesirably large surplus of corn, though 
doubtless a great deal more than usual wiil be devoted 
to fattening cattle, Beef is high, and for all corn 
converted into beef a good round price can be had. 








The condition of wheat at harvest in the principal 
states is reported by the Department of Agriculture 
as follows : 





New York........ 98 96 | Minnesota.....*.. 102 
Pennsylvania. ...102 06 AD ives ten 00000 96 
Maryland ...... 99 | Ik Lh. leer 
Se 91 i 95 | California . .....106 
Tennessee ....... 99 | Kansas BD) RRR... nc000000 99 
Kentucky........ 99 | 98 | Washington.. .... lil 
ROOD . cenhe 60454000 96 103 


This shows a much smaller yield in Kansas than 
had been reported in the West—some 10 million bushels 
less, which isa more probable yield. It also shows 
that no winter wheat state except Illinois had a very 
light yield, the drought which injured the corn com- 
ing too late to hurt wheat. The condition on the Pacific 
coast is shown to have been extraordinarly good, 
though it will not justify the estimate of acrop of 65 





millions in California, as has been claimed—probably 
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not more than 50 millions. The unprecedented condi- 
tion of 111 in Washington does not add much to the 
crop, because the area sown in that territory is small. 
All the spring wheat states have a good yield. but it is 
surprising to learn that the condition was lower in 
Dakota than anywhere else. It seems that while the 
crop was generally better this year than last in North 
Dakota, it was poorer than last year in South Dakota. 
Further, though the crop matured in North Dakota was 
very large, excessive rains during August damaged and 
wasted some of it. The acreage of the territory was re- 
ported 40 per cent. greater than last year, and its average 
yield is larger than that of any other state, probably, 
so that a reduction of 4 per cent. from what would be 
a full yield there leaves what would be much above an 
average yield almost anywhere else in this country. 








Examination of the full report of the Department of 
Agriculture for September fails to confirm the wide- 
spread reports of an exceptionally large yield of corn 
generally. The complaints are almost universal of 
great injury from drought in nearly every part of 
Ohio, Indiana and Kentucky, and the reports from 
Iowa do not promise such an extraordinary crop as 
has been talked of. There is apparently truly an ex- 
traordinary crop in Missouri, Kansas and Nebraska, 
a very large one in Iowa, a good one in Northern 
Illinois, while that state’s average is brought far below 
a good conditicn by drought in the Southern half of 
the state, and there are decidedly poor crops in 
Indiana, Ohio and Kentucky. This includes all the 
great corn states. Further north, where comparatively 
little corn is raised, the crop promised fairly in Michi- 
gan (90), well in Wisconsin (99), and Minnesota (101), 
and not so well in Dakota (95). These were the condi- 
tions Sept. 1, when the outcome depended very largely 
on the absence of frost for a considerable time longer. 
Frost has held off and the weather has been otherwise 
so favorable that there probably has been a positive 
improvement in condition in many parts of the country 
—a fuller growth of the ears and a complete ripening 
of the grains. A further small gain will result from 
another week without frost, together with the ad- 
vantage that the grain will be marketable earlier than 
if the plant were killed by frost. As the stock of old 
corn is very small, this would be a considerable advan- 
tage. ; 

The condition reported by the Department Septem- 
ber 1 in the principal corn states (100 being a fully good 
condition) was : 


oe ete ET DD DOR 6s. didarsces: diss SD 
Ee eerer aes Ee UO eae 104 
 anwh:” <2. 2sennnbasdecans Oe | GRE cccsaeidessceccsce Sse 
Pcp ttncnkds-nisaniens Ee 109 


The South Atlantic states stood from 90 to 97; 
Alabama, 99 ; Mississippi, 88 ; Tennessee, 94; Arkansas, 
90 ; Louisiana, 80, and Texas, 78. 





farmers beautifully by making a splendid market for 
what old corn they have left on hand, ata time when 
they can let it go without danger; for though it will be 
two or three months before their own corn is fit to 
market, it is already fit to feed, and if it takes a little 
more of it than of old hard corn, the farmer sees that 
he can better feed 125 bushelsof new corn, for which 
when ripe he is now offered about 40 cents a bushel in 
Chicago, if it will enable him to sell 100 bushels of old 
corn now, for which 80 cents was paid in Chicago last 
Monday, if delivered in September, No. 2 spring wheat 
at the same time bringing 75 cents or less. A natural 
result of this corner will be the hurrying forward of 
allthe old corn that can be spared, if the railroads 
have rolling stock enough to carry it before October. 
The corner is felt unusually early in the month, which 
gives time for large shipments. But the corner would 
not have been possible if the stock of old corn had 
been very large, and consequently the profit to the 
farmers and the movement over the railroads is not 
likely to beimmense. The roads that will profit most 
by it, of course, are the corn roads, the Chicago, Bur- 
lington & Quincy most of all, and next to it probably ~ 
the Rock Island, all the Kansas roads, and, to some 
extent all roads which carry from Kansas and Ne- 
braska to Chicago. 

It may be said that after all the season’s corn ship- 
ments will not be increased, and that without the 
corner the roads would have carried and the farmers 
sold the same’ quantity of corn, only a little later. 
This is doubtless true, but the price received would be 
much lower, and it is a distinct advantage for the 
railroads that their patrons should get a good profit 
on something this year. They will doubtless have less 
corn to carry after this month than if there had been 
no corner, but profits realized are at least as good as 
prospective profits any day. 

On the other hand the immediate effect on the 
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reilroads east of Chicago is likely to be a reduction of 
shipments. No one is likely to send corn from Chi- 
eago to New York so long as it is worth 80 cents in 
Chicago and only 65 in New York. The corn goes 
east by rail morethan wheat now, as it is required 
chiefly four interior consumption, where the water 
route cannot deliver it. Indeed, with 80 offered for 
September corn as early as the 22d of the month, a 
considerable movement of the grain westward to Chi- 
cago would not be surprising. 








New Orleans exported 3,515,788 bushels of grain 
during the first seven months of this year, of which 
only 4,755 bushels was wheat. During the six weeks 
from Aug. 3 to Sept. 13 it exported 853,507 bushels, of 
which no less than 619,955 bushels were wheat. In 
the first 31 weeks the shipments were at the rate of 
158 bushels of wheat and 113,260 bushels of other 
grain a week ; in the last six weeks they were 103,326 
bushels of wheat and 38,917 of other grain weekly. 
The exports at no time have been large, but the sudden 
and great change from other grain to wheat after July 
is noticeable. 

Grain shipments down the Mississippi have not been 
large, but have been tolerably uniform this year, since 
as well as before lake navigation opened, which 
has not usually been the case, and which indicates 
that the shipments have been chiefly for domestic 
consumption. The total New Orleans receipts down 
to Sept. 18 had been 6,759,322 bushels, and the ex- 
ports 4,369,295 bushels. Meanwhile the shipments 
down the Mississippi have been 6,406,176 bushels, a 
large part of which, probably, went to landinzs be - 
tween Cairo and New Orleans. The river shipments 
for the year were less than the lake shipments in the 
first two weeks of September, and much less than 
the rail shipments for any two weeks ion April. 
They were for the same time in 1883 $,311,107 bushels, 
and in 1882 5,456,317 bushels—that is, this year they 
have been 1,965,000 bushels (23 per cent.) less than 
last year and 950,000 bushels (174 percent.) more than 
in 1882. They were 4.3 per cent. of the total North 
we-tern shipments this year, 5.5 per cent. in 1883 and 
4.7 per cent. in 1882—a smaller proportion this year 
than in either of the others, and almost an insigni- 
ficant proportion of the total shipments. 

With the revival of large corn exports, which may 
be expected when the present large crop is marketable, 
there will be a better chance for large shipments and 
New Orleans exports, but there is no prospect that 
this will become a formidable competitor with th: 
routes to the East. 








President Adams’ statement concerning the Union 
Pacific draws comfort for the stockholders from the 
fact that during the 12 months ending with June the 
surplus net earnings over all requirements for interest, 
payments to the government, etc., were at the rate of 
$5.22 per share of stock. This is true, and would be 
very well if the year represented the lowest ebb of 
the company’s fortunes. Actually, however, 63 per 
cent of the net earnings of that year were made in 
the first six months of it, and while the surplus for 
the year was $5.22 per share, for the six months end 
ing with June there was no surplus at all. Now it is 
not the condition of the company in the last half of 
last year that has made people anxious about the 
Union Pacific, but its condition at a much more re- 
cent period, namely, in the first half of this year. 
when the net earnings were but $3,845,530, against 
$6,606,700 in the six months previous. The 
fixed charges and payments to the government 
are estimated at $793,000 per month. The earn- 
ings are usually lighter in the first half than in the 
last half of the year, however ; but even the usual in- 
crease of 20 per cent. in the last half would not make 
the net earnings qui‘e as large as the fixed charges. If 
we had no other facts than these, therefore, the 
prospect would not be a very cheerful. But the net 
earnings in July were very much larger than the 
charges, and the company may reasonably expecta con- 
siderable increase in traffic and earnings from the 
opening of a connection with the Oregon roads before 
the end of this year. 








Anthracite coal shipments for the eight months to 
the end of August, according to the official statement, 
were less than for the corresponding ‘period for last 
year by 636,856 tons, or over 3 per cent., but were 
still greater than for any previous year. Notwith- 
standing the decrease from last year, the output is still 
greater than the market was prepared to take, for the 
tidewater stocks increased during the month by 
213,448 tons, or 32 percent., and the companies, having 
stopped mining for one week in September, have or- 
dered another week’s stoppage for the first week in 
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October. This is a very unusual proceeding, 
for at this season shipments from tidewater 
points are generally heavy,all the New England towns 
which receive their supplies by water making up their 
winter stocks, and the lake shipments being also in- 
creased in anticipation of the close of navigation. 
Evid-ntly the increase of coal in stock has been con- 
tinued during the present month, or the companies 
would have hesitated before ordering so extreme a 
measure as an October suspension. 

For the diminished demand this year three causes 
are assigned: A decrease in sales tothe blast furnaces, 
the overstocking of Western markets in an attempt to 
increase the trade in that section, and the holding 
back of local dealers, who have, it is said, delayed 
their purchases in the expectation of a break-up of the 
present combination and a general cutting in prices. 
To these may perhaps be added the increased use of bi- 
tuminous coal for steam purposes in the Eastern 
states, where coal of good quality is now delivered at 
prices which make it a cheaper fuel than anthracite. 

In the division of the trade between the 
companies, there have been some notable changes. 
The Delaware, Lackawanna & Western has in- 
creased its share of the trade from 16 to 
17 per cent., while the Pennsylvania Railroad (which 
has never joined in the combination, although acting 
with the other companies to some extent) has en- 
larged its proportion from 8.6 to 10.7 per cent. The 
Erie (whose proportion is very small) has gained a 
little, while the Lehigh Valley, the Delaware & Hud- 
son and the Pennsylvania Coal Company have lost a 
little. The gains of the Lackawanna and the Penn- 
sylvania Railroad have been made chiefly at the ex- 
pense of the Reading, whose shipments (including the 
New Jersey Central) show the largest decrease, and 
whose share of the total has fallen from 38.8 to 36.2 
per cent. These changes ar2 not very large, it is true, 
but they are notable from the fact that the propor- 
tions of the several comp inies have been very evenly 
maintained for a long time past, without any special 
agreement on this point. 


——_ 





Mr. P. H. Dudley has lately devoted a great deal of 
attention to the study of the fibre and structure of 
imber, with a view of ascertaining its probable 
strength and durability. He has succeeded in making 
over three hundred photographs of sections of the 
most imporiant varieties of American and foreign 
timber used for construction purposes. This unique 
series of photographs exceedingly interesting 
and instructive, and conveys a great deal of informa- 
tion as to the actual fibrous structure, und reveal, the 
causes of the wide differences of strength which exist 
not only in different timbers, but also in different 
qualities of the same kind of wood. 

The photographs show the fibres very distinctly 
and on a greatly enlarged scale, the linear dimen? 
sions being multiplied 100 times, and the areas being 
consequently 10,000 times the size of the originals 
[his shows very clearly the structure of different 
kinds of timber. In good specimens of strong timber, 
uhe majority of the fibres are small in diameter, and 
ie closely together, running chiefly in the direction of 
the length of the tree, but being crossed and more or 
less interlace 1 by other bundles of fibres running ra- 
dially from the centre of the tree to the circumference. 
[n inferior or weak timber, these bundles of small 
iibres are largely interspersed with large ducts, full of 
a soft matter, which is probably destined to promote 
the growth of the tree hgher up on the stem and may 
therefore be termed ‘‘food matter.” 

These beautiful and interesting photographs show 
clearly thereasons which render timber good or bad 
of its kind. A piece of timber, which wien cut shows 
a wooley and ragged surface, is always held to be of 
inferior strength and durability. These pho.ographs 
show that the cause is to be found in the existence of 
these large open ducts filled with food matter, which 
is liable to chemical change or decay and cannot yet 
contribute to the strength of the timber. 

The microscope also reveals why the annual rings 
of growth are often so pleicly visible. Mr. Dud- 
ley has magnified and photographed one of these rings 
so that itshows over 9 in. across, and every individual 
fibre being thus plainly rendered visible, it is easily 
seen that the outer ring of fibres nearest the outer 
circumference of the aunual ring are smaller and 
more compact than those inside. These outer fibres 
therefore as a whole differ somewhat in appearance 
from their neighbors, and this difference is sufficiently 
plain to be visible to the naked eye, as an irregular 
circular line which is known as marking the yearly 
growth of the tree. 

Mr. Dudley is still investigating many points 
which are only partly elucidate by these microscopic 


is 





investigations. Probably these inquiries will throw 
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some light upon the proper season at which timber 
should be cnt so as to insure durability, a subject which 
has hitherto been a matter of much controversy. 





The course of British rail exports to this country 
for the eight months ending with August for six suc- 
cessive years has been as follows, in tons of 2,240 Ibs. : 


1879. 
13,532 


1880. 
156,689 


1881. 
214,231 


188. 


153,226 


1883. 
47,313 


1884. 
16,118 

Within these years there has been the great rise and 
fall of railroad construction, prices of rails and rail 
production. These figures exaggerate it, of course, 
because much the larger part of our supply has all the 
time come from American rail mills, and the capacity 
and production cf these have been immensely 
increased, and they will turn out and sell doubtless 
many more rails than in 1879 or 1880even. But as 
regards imports substantially we have returned to 
the condition of things previous to the fall of 1879, 
when for some years we imported no rails to speak of, 
just as at present. In 1881 we took 16 times as many 
as in 1879, and 13} times as many as this year. 





An error occurred in the statement of Mexican 
Central earnings which we published last week, due 
to the printing of ‘‘ miles” instead of ** kilometres” 
in the statement from which the figures were copied, 
which gave an unduly unfavorable appearance to the 
earnings of that road, which were 61 per cent. more 
per mile than there given. For the month of August 
last the earnings were actually $194 per mile instead 
of $123. A slight error also occurred in the statement 
of the total length of track operated. 

Correcting errors, the earnings of four months have 
been as follows : 


May. June. July. August. 
Total........... ... $265,344 $243,453 $230,153 $240,000 
Per mile ...... i 215 197 186 194 


These earnings are, as stated, in silver, from which 
about one-seventh must be deducted to convert them 
into American currency. 

In explanation of the apparent falling off since May 
it is to be remembered that the months of June to 
September inclusive are the rainy season in Mexico, 
in which the h'ghways and trails, wretched at best, 
become almost impassable. Consequently, those months 
are, in a business and social way, abnormally dull, in 
Mexico, to anextent far greater than any similar effect 
of the seasons in this country. 

In respect to the high expenses of the Southern 
Division of the Mexican Nationa!, they are largely 
accounted for by the fact that the part now completed, 
252 miles of main line anda branch of 57 miles to the 
city of Morelia (the latter being really the main line at 
present as respec's earning capacity) includes asection 
of 45 miles next to the city of Mexico which is enor- 
mously costly to work, since it passes over the moun- 
tains encircling the valley of Mexico on 34 to 4 per 
cent. grades, and is absolutely destitute of local traffic. 

This division, which must always remain a heavy 
burden upon the earnings of the line, is now of course 
of disproportionate importance, because it is a large 
proportion of what is now in operation. To it largely 
is due the fact that while the Northera Division, on the 
Texas border, earned $27 net per mile out of $111 gross ; 
the Southern Division earned only $64 net out of $184 


gross: 


Pennsylvania Railroad Earnings in August. 
For the mouth of August this year and last the earnings 
and expenses of all lines of the Pennsylvania Railroad east 
of Pittsburgh and Erie were : 


1884 


Inc.or Dec. P.c. 
$157,486 3.3 
166,371 6.4 


Gross earnings 
Expeuses .. 








Net earnings ..... $2,151,509 $2,142,624 -+ $8.885 0.4 


Thus there was so large a decrease of working expenses as 
to overbalance the small decrease in gross earnings, and 
caus? a trifling increase in net earnings. The result is un 
expectedly favorable, not so much because the decrease in 
gross earnings from last year was so small, as because both 
gross and net earnings were so very much larger than in 
previous months of this year. August is almost always the 
begianing of a period of earnings much above the average 
for this road, but this year the gain over July is larger than 
in any other year except last in gross earnings, and in net 
earnings is larger than in any other without exception. 
Thus the increase in gross and net earnings over July and 
over the average of the seven months ending with July has 
been : 





piieeiaen seid Yarnings were larger in August than- 

















— ———Gross.— - a Net.— 

Av. Jun. Av. Jan. 

July. to July. to July. 

1879... . $399,812 $383, 15 $279,076 
1880 273,711 454,253 212.065 
1881 . 29,530 190,798 *53,.798 
1882 ... 522,029 842,608 385,769 627.545 
1x83 644,430 706.304 649 890 712,401 
1884.... 628,609 714.703 760,393 793 886 














SEPTEMBER 26, 1884] 


THE RAILROAD GAZETTE. 








In every normal year both gross and net earnings are 
much larger in August than the average of the seven mouths 
previous, or the Juiy earnings, but circumstances change 
the amounts of this increase—that is, if the first half of the 
year was exceptionally unfavorable, the gain in August is 
likely to be unusually large if the new crop year opens 
favorably. Now the whole of 1880 was favorable, and the 
August earnings then were 8 percent. more gross and 16 
per cent. more net than the average of the previous 
montbs of the year. In 1881 the first half of the year 
was very favorable, but afterwards we had _ the 
effects of the great railroad war and the crop failures com- 
bined, and in August the gain in gross earnings over the 
average of previous months of the year was but 54 per 
cent., and there was a decrease of 31g per cent. in net earn- 
ings. In 1882 the reverse was the case; the first half was a 
period of very light traffic and of very low rates on much of 
the traffic, and the last five months a period of heavy traffic 
and better rates. We see the effect in an increase in August 
of 22 per cent. in gross, and no less than 45 per cent. in net 
earnings over the average of the seven months from 
January to July. Last year only a part of the 
first seven months of the year showed good traftic, 
perhaps three out of seven months, but neither was (for 
trunk lines generally) the last half very satisfactory; yet 
the Pennsylvania gross earnings were 1714 per cent. and its 
net earnings nearly 50 per cent. larger in August than the 
averages of the seven months previous. Now this year we 
have the extraordinary gain in August of 18 per cent. in 
gross and fifty-eight per cent. in net earnings over the aver- 
age of the previous months. If this signified a change 
in the course of traffic and earnings, as the August 
earnings after a very good or a very bad barvest 
often do, it would be a very encouraging sign. Unfortu- 
nately we find nowhere else so favorable a change, and we 
therefore fear that we may not conclude, as from these 
figures alone we might, that railroad earnings, and espe- 
cially net earnings, will be exceptionably heavy in the last 
five months of this year. 

For twelve successive years the gross and net earnings 
and working expenses of this road in August have been: 





Net 

c ns earnings. 
9 357.910 $1 "158.301 
2,137,747 1,166,184 
1,939,587 1,281,078 
1,707,565 »597 457 

609, 1,174,018 
1,485,950 1,486,551 
1,725,718 1,257,000 
2,186,8' 1,554,481 
2,365,472 1,444,506 
2. yoy 2,032,862 
2,632,756 2,142,624 
2\460, 385 2,151,509 


The gross earnings this year were thus a little less than in 
1882 as well as less than last year, but the net earnings were 
the largest the road has ever made in August, and very 
much larger than in any year previous to 1882. The work- 
ing expenses were the smallest since February last, which 
has not commonly been the case, 

The lines west of Pittsburgh and Erie during August last 
showed a surplus over all liabilities of $18,954, and for six 
years the surplus for August has been : 


1879. 1880. 1881. 1882. 1883 1884. 
$185,904 $216,617 $298,799 $266,872 $231,883 $18,954 


Thus the profit from this westera system was much less 
last August than in any other of the six, and when we add 
the profits of the western system to the net earnings of the 
eastern system in August we have : 


1879. 1880. 1831. 1832. 1883. 1484. 
$1,412,904 $1,771,093 $1,743,305 $2,299,784 $2,377,507 $2,170,463 

Thus the profits from the two systems were this year 
$207,000 (9 per cent.) less than last year and $129,000 (6 
per cent.) less than in 1882; but much larger than in any 
previous August. 

For the eight months ending with August the earnings and 
expenses of the Pennsylvania lines east of Pittsburgh and 
Erie have been for eight years: 


Gross Net 

Year earnings. Expenses. earnings 
ree 18,999,848 $12.617,050 6,382,798 
RO 19,961,272 12.077,660 7,853,612 
eee eS 179.685 13,077,215 8,102,470 
BOBO. nc cree ccccccccccess 606,074 15,654,678 10,951,396 
BO i ccparectniinmlaee 30. 143, 240 17,210,607 =11,932,633 
DE icinivatsoed asnnn 31,471,178 19,601.299 11,869,579 
rrr en = 33,248,912 21,104,925 12,153.987 

BO cad ies eno sas onan 31, 930,231 20,285,561 11,654,670 


Tous the gross earnings ‘this year were larger than in any 
other except lust year, and also the working expenses, but 
the net earnings were the smallest for four years. The 


decreases from last year are: 
+l Net 
earo " sale see . earnings. 
snxaw 2 ‘nipeeam penance mene = $819. ee $499, rs! 


Now the surplus or deficit of the lines west ‘et iesdburags 
and Erie for these eight months has been: 


1879. -- a. <a . mo — 
Deficit. Surplus. Surplus. Surplus. ic 
236,854 $1,874, 547 $2, Seen 1670 $621,902 $572,529 $702,368 


This has thus been the most unfavorable year of the six 
for this western system, which has shown a surplus in every 
other year since 1879, when the deficit was about one-third 
of what it was this year. Adding the surplus to and sub- 


tracting the deficit from the net earnings of the lines east of 
Pittsburgh and Erie, we have as the Pennsylvania Railroad’s 
profits from both systems : 

1879 


$7,865,616 | :882..... ... -- $12,491,781 
- 12,726,516 


- 12,825,943 | 1 os 
13, $87, 303 --. 10,952,302 
Thus the profits this year were the smallest since 1879 
and were $1,774,000 less than last year, $1,539,000 less 
than in 1882, $3,035,000 less than in 1881 and $1,873,000 
less than in 1880. The decrease from last year is nearly 2 
per cent. on the stock then outstanding. The decrease from 
188] is nearly 4 per cent. on the stock then outstanding, 





which bas been increased since April, 1881, from 1 68K mil- 
lions to about 94 millions, or 36 per cent. 








The lines which give the Southern Pacific its outlet to 
New Orleans do not seem to be mines of gold, at least not 
very productive ones. The Galveston, Harrisburg & San 
Antonio, which is 938 miles long, and nearly all main line, 
in the month of July last earned $198,569 gross and $48,265 
net—equal to $212 gross and $52 net per mile. The Texas 
& New Orleans, which besides the 105 miles of main line 
from Houston to the Louisiana border has a branch 103 
miles long into the East Texas woods, earned in the same 
month $64,628 gross and $21,729 net—$310 gross and $104 
net per mile. Worst of all is the Louisiana Western, whose 
112 miles continue the road from the Sabine River to the 
Morgan road to New Orleans, and which earned last July 
$20,323 gross and $1,265 net, which is at the rate of $1811, 
gross and $11}, net per mile. These were doubtless ex- 
traordinarily bad earnings, as for the year 1883 the aver- 
age monthly gross and net earnings were: 


La. West. Tex. & N. O. G.,H.&S8. A. 
GrONS......0. cocceee $448 $464 $412 
Sere . 18 247 158 


It is surprising to see that the roads between New Orleans 
and Houston have no larger earnings. The connection be- 
tween New Orleans and Texas is very close, and this is the 
chief rail route between them, and until last year was the 
only one. The Morg:n road doubtless does better, but how 
much better we can only guess, as its report includes with 
the earnings of its 266 miles of railroad those of its 17 
steamships, which form lines between New York and New 
Orleans, between Morgan City (the Gulf terminus of the 
railroad), various Texas and Mexican ports, and between 
New Orleans and Havana. 








Chicago through and local shipments eastward of flour, 
grain and provisions, for the week ending Sept. 20, by the 
incomplete report to the Chicago Board of Trade were 
34,159 tons, against 48,254 in the corresponding week of 
last year and 27,187 in 1882. The flour shipments were 
somewhat larger than last year, but the grain shipments 
were nearly 30 per cent. and the provision shipments were 
41 percent. less. For six successive weeks the tons shipped 
and the percentage by each road have been: 








—~-———_-— Week = 
Tons: Avg, 16. Auz. 23. i 30. Sept. See 8 a ong. = 
eee 3,049 3.425 3,4 774 2,7 
Grails ..... * 754 23.268 18, oD 15,531 . oe 518 
Provision... 8,309 7,712 7,554 7,980 8263 7,420 
Total ... 28,91: 912 34,405 29,932 27,285 28,202 34,159 
Per cent.: 
C. & Grand T.. 17.6 13.5 12.2 8.6 10.1 8.4 
Mich. Cen..... 14.2 11.8 9.1 10.7 8.3 8.7 
Lake Shore.... 16.0 2).2 16.9 19.0 15.0 14.7 
Nickel Plate... 11.4 12.2 13.5 9.9 11.5 8.2 
Ft. Wayne ... 15.9 18.6 16.8 16.0 193 20.8 
C., St. L. = P. 7.0 6.3 10.1 13.6 16.6 145 
Balt. & O 8.6 7.9 11.4 12.2 77 9.1 
Ch. & s lantic: 9.3 8.5 10.0 9.0 11.5 15.6 
(err 100.0 100.0 100.0 109.0 100.0 100.0 


There was a large increase (21 per cent.) last week over 
the previous week, and the shipments then were with one 
exception the largest since the rate was rais2d to 25 cents. 
The increase over the previous week was 37 per cent. in 
flour and 33}¢ per cent. in grain,while there was a decrease 
of 10 per cent. in provision shipments, which were the 
smallest since the first week in August. 

The Grand Trunk’s percentage in this last week was not 
half as great as six weeks ago, but it doubtless is still in 
debt to the other roads. The provision shipments still go 
chiefly by the Pennsylvania roads, the Fort Wayne taking 
334 per cent. and the Chicago, St. Louis & Pittsburgh 24 4 
per cent. of the whole, and the Grand Trunk but 121¢ per 
cent., which is less even than what the Lake Shore carried 
(14.2 per cent.). This, it will be seen, leaves less than 16 
per cent. of the provisions for the other four roads. The 
Fort Wayne was also the largest carrier of flour last week, 
followed by the Lake Shore, the Chicago, St. Louis & Pitts- 
burgh and the Michigan Central, iu their order ; but the 
Chicago & Atlantic took by far the largest amount of grain 
—21.7 per cent. of the whole. Taking all freight together, 
the three Vanderbilt roads carried 31.6 per cent. of the 
whole, and the two Pennsylvania roads 35.3. The 
Chicago & Atlantic had a larger share than before fora 
long time, and more than any other road except the Fort- 
Wayne. It is still entitled to more than it has carried, how 
ever. 








That the wheat crop of northwestern Minnesota and Da- 
kota began to move freely in the second week of September 
we have tangible evidence in the receipts of Duluth, which 
were nearly as great in that week as in the entire three 
months previous. How suddenly this movement began may 
be seen by the following statement of the grain receipts at 
Duluth for seven successive weeks : 








yw 
Aug. 2. Aug. 9. Aug. 16. Aug. 23. Aug. 30. Sept. 6. Sept. 13. 
48,103 57,274 4 41 l: 849 45503 176,060 712,351 


ln this last week Duluth received not much less wheat 
than the leading Western markets—but 15 per cent. less than 
Chicago, 10% per cent. less than St. Louis, and 6%{ per 
cent. less than Toledo, and more than three times as much 
as Milwaukee. A stoppage of the Minneapolis mills may 
have tended to send wheat to Duluth in this week. 

These are the largest receipts Duluth ever had in a single 
week. Last year also it began to show the movement of the 
new crop in the second week of September, but then its 
receipts were not haif as great as this year. In September 
of that year its total grain receipts were 1,327,981 bushels, 
in October 2,017,963, and in November 1,706,459, and in 
these three months it received 5,052,402 bushels of the 








6,812,412 received par the whole year. This was much 


better than ever before ; its receipts in these three months 
and for the whole year have been. 





1889. 1881. 1882. 1883. 
September 924,861 426,068 424,321 1,327,981 
Oc: ober......... 745.438 804.770 $46,985 2,017,968 
November.... .. 148,000 576,888 535,910 1,706,459 
= months. 1,81 818, 8.299 1 807.726 726 1,907,246 6,052,403 
owekor Rid ‘ , 2,245,530 3,178,803 6,812,412 


‘There bas been a very large increase in the Duluth receipts 
since 1882, and they will be still larger this year doubtless. 








Sbaw’s Friction Buffers are manufactured solely by the 
Union Switch and Signal Company, of Pittsburgh, Pa.,a 
fact which we neglected to mention iu describing and illus- 
trating the invention last week. 





We are informed that the regular use of Mr. P. H. Dud- 
ley’s dynagrapb inspection car on the tracks of the New 
York Central, the Lake Shore and the Boston & Albany 
roads has resulted in a considerable improvement of the 
surface and line of the track. ‘The weak points being re- 
vealed by the indications of the car, the principal shortcom- 
ing, low joints, now give little trouble. The task is now to 
keep up to the high standard once attained. The informa- 
tion given by the dynagraph as to the real nature of the 
defects and the place where they may be expected hes as- 
sisted those having care of the track, and rendered them 
more alert to remedy a fault at once, before it has attained 
serious dimensions. 

The irregular wear of the rails is now found to be the 
most serious obstacle to attaining an ideally smooth surface. 
This, possibly, may be overcome by improvements in the 
methods of rolling rails, particularly as regards the means 
of straightening rails after they are rolled. 

This was formerly done by bending the rails when cold, 
but has been superseded by the method usual at the Penn- 
sylvania Steel Works and other rail mills, of giving the rails 
acurve when hot, so that the different amount of contrac- 
tion while cooling, of the head and flange, will draw the 
rail straight when cold. Possibly this process requires 
greater care and attention than bas been hitherto used upon 
it, and it seems possible that further improvements in this 
direction will result in giving a rail which will keep straight 
and wear evenly under traffic. 











The well-known Shaw engine is on exbibition at the Phil- 
adelphia Electrical Exhibition. Its connectiou with elec 
tricity is not perhaps striking at first sight, and we do not 
profess to understand it. The exhibit, however, illustrates 
a somewhat ponderous professional joke. The engine was 
placed in position by the aid of some very poor specimens of 
old iron rails takea from the tracks of the Pennsylvania 
Railroad. Once iv plave, the exhibitors complained of the 
shabby-Jooking appearance of the rails, the sides of the head 
being iv places partially sheared off so as to Jesve the top of 
the web plainly visible. Oa asking for new steel rails, tbe 
Chief Engineer of the road, equal to the emergency, replied 
promptl;: 

‘* Why, those railsdemonstrate the inferiority of the ordi- 
nary locomotive to the Shaw engine; that mashed head 
shows the effect of the ‘steam-hammer blow.’” 

This explanation was of course joyfully accepted by the 
exhibitors, and ‘the effect of the steam-hammer blow as 
testified to by the Chief Engineer of the Pennsylvania Rail- 
road,” is pointed out to every inquiring visitor. 








Record of New Railroad Construction. 





{uformation of the laying of track on new railroads i 
given in the present number (and in the preceding number) 
of the Railroad Gazette as follows : 

Burlington, Cedar Rapids & Northern.—On the Dakota 
£xtension track is laid from Pipestone, Minn., northwest 21 
miles. The Milwau‘ee Division is extended from Postville, 
[a., northwest 8 miles. On the Clinton Division track 1s 
laid from Elmira, la , eastward 10 miles. The Forest City 
Branch is extended from Garner, Ia., north to Madisoa, 8 
tiles. 

Central Pacific.—The Oregon Division is extended north- 
ward to Delta, Cal., 4 miles. 

Chicago, Burlington & Kansas City.—Extended from 
Hale, Mo., southward to Bogard, 15 miles. 

Columbus & Cincinnati Midland.—Extended from Wasb- 
ington Court House, O., west by south to Wilmington, 15 
miles. 

Louisville, New Orleans d& Texas.—The main line has 
been completed by laying 15 miles of track at a point south 
of Clarksdale, Miss., near the Hushpuckana River. 

Meriden & Cromwell.—Extended westward to Meriden, 
Conn., 5 miles, completing the road. 

Nashville & Florence.—Ex‘ended from Lawrenceburg, 
Tenn., south to Loretta, 15 miles. 

Northern Pacific.—The Wisconsin Division is extended 
from Superior City, Wis., east to B:ule River, 25 miles. 
Oregon Railway & Navigation Co.—The Baker City 
Branch is extended east 10 miles to a point twenty-two 
miles from Baker City, Oregon. 

Ottumwa, Cedar Falls & St. Paul.—Extended from Rock 
Island Crossing, Ia., southward to Muchachinock, 49}<¢ 
miles. 

San Joaquin & Sierra Nevada.—Extended from Lockford, 
Cal., east to Burson, 6 miles. Gauge, 3 ft. 

Wisconsin Central,—This company’s Minnesota, St. Croix 
& Wisconsin liae is extended westward to Emerald, Wis , 20 
miles. 

This is a total of 23514 miles of new railroad, making 





‘2,619 miles reported to date for the current year. The total 
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track reported laid to the corresponding date for 13 years 
past is as follows : 





These statements include main track only, no account 
being taken of second tracks or other additional tracks of 
sidings. 








Foreign Railroad Notes. 





Rio Janeiro, with a population of 310,000, has 133 miles 
of street railroads, which serve the suburbs as well as the 
city. Such roads seem to thrive especially in South and Span- 
ish-American countries, possibly because ordinary railroads 
are so few. 





The Society of German Engineers, which has 29 branches 
and 5,100 members, seems to represent mechanical engiueer- 
ing especially, judging from the following committee re- 
ports, which are mentioned as those of most general interest 
to be discussed at the annual meeting in Mannheim next 
week: 

1. Criticism of Patent and Trade Mark Laws ; 2. Offering 
of Prizes; 3. Inspection of Steam Boilers and Engines; 
4. Practical Training of Eugineers of Machinery. Besides, 
addresses are to be delivered by Prof. Engler, On the 
Present Condition of the Manufacture of Aniline Colors ; 
by O. Smreker, engineer, On a New Method for Directly 
Measuring Velocities ; by Prof. G. Herrman, On the Grapb- 
ical Treatment of the Theory of Heat ; by C. Fehlert, 
engineer, On the Importance of Patent Documeuts and 
Patent Claims, under the Legal and Official Decisions as 
heretofore rendered ; by Mr. L. Post, On the Manufacturers 
of Mauheim and Vicinity. 





The Technical Committee of the German Railroad Union 
having asked that those who desired to have special ques- 
tions investigated and reported upon at a technical conven- 
tion mizht send the questions in for the committee to select 
from, no less than 570 questions were sent, 157 of which 
were substantially distinct. These have been arranged 
under the following heads: 

1. Construction of the ‘‘ opan roal,” that is, the tracks be- 
tween statious, where not broken by switches, 

2. Station Appliances. 

8. Locomotives and Tenders. 

4. Cars. 

(8 ani 4.) Questions relating in common to groups 3 and 
4, 

5. Shop Appliances and Shop Work. 

6. Road Service. 

7. Train Service. 

8. Signals. 

The questions were printed and sent out to the different 
railroads, and the replies received were compiled and edited 
by committees which presented their reports at the tenth 
technical convention of the Union in Berlin, July 14 and 15. 

The experience of the German railroads with smoke-con 
suming apparatus, according toa report made to the Tech- 
nical Convention of the German Ruiiroad Union, has not 
been altogether satisfactory, none of the apparatus tried 
having been entirely successful. Comparatively favorable 
results were attained with a certain fire-brick defiector, 
with the Toierry apparatus, and with the Nepilly system, of 
which latter much haz been said recently, and further trials 
of them with different kinds of coal are recommended. 





At the Technical Convention of the German Railroad 
Union last July a report on preserved ties was rendered, 
continuing the record froma report some years ago which 
we have published. 

Of the railroads answering the circular of inquiry sent out 
by the committee, 34 use preserved ties now, against 24 in 
1868. 

The number of railroads using each of the methods of 
preservation iu 1865, 1868, 1878 and 1884 has been: 

1865. 1868. 1878. 1884. 
Sulphate of copper....... ......ss....ee 15 5 
Sulphate of iron and zinc................. 
Sulphate of barium and onan of iron... 2 
Corrosive sublimate.... ...... .......... oe 
CI TI 4 aic0 it cenened dy deie> <siwseed 8 
Cre osote. 
Chlo i le of zine and creosote — ae aa e 4 
Vapor of creosote (Paradis’ pateut 
Vapor of creosote and creosote (Biythve” Ss 
system) 
Antisepricum under pressure.............. ‘ 

Thus sulphate of copper, which was the ssisieiiiieas mesthed 
used in 1865, is now used by but one railroad, but the use 
of chloride of zinc has extended uatil it prevails, and alone 
or in combination with creosote is used by 29 out of 48 
roads which use any preservative. Creosote alone, however, 
is still extensively used, though less sothan in 1878. The 
extension of the use of chloride of ziuc and creosote mixed 
indicates that there has not been entire satisfaction with 
either used alone. 
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Sir Edward Watkin at the last annual meeting of the 
Southeastern Railway Company, of which he is Chairman, 
related the experience of this company with an electrical 
communication between the carriages and the locomotive, 
which, onthe recommendation of the Board of Trade that 
something of the kind be used, has been used on this rail- 
road for 16 or 18 years. In that time, he said, there had 
been but two cases where the communication was really 





valuable. Turing the first half of this year trains were 
stopped three times by means of it. In one case the signal 
was given by a gentleman whosaid he was suffering from a 
severe attack of diarrhcea. ln a second by a person who 
thought there was something wrong with the train, and in 
a third by some passengers who had got on the wrong train. 
In all these cases the communication had been a source of 
danger rather than safety. 





In a lecture before the Austrian Railroad Club last March, 
Mr. August Obermayer discussed the subject of the most 
desirable plan of passenger cars. He gave two general 
divisions, the American, or intercommunication system, and 
the English ,or compartment system. Of the Awerican sys- 
tem, in which he includes all cars with entrances at the ends 
and a passage through, whether on trucks or a rigid wheel- 
base, he said that it was first introduced in Austria on 
the Southern Railroad and has since been much used 
in local traffic. For this he said the American system 
is decidedly the best. The Austrian state railroad man- 
agement has determined to adopt it both for through 
and local traffic on the Empress Elizabeth Railroad, an 
old line with an enormous local travel which the govern- 
ment has recently acquired. In Germany as well as Austria 
the American system is used more and more. It has the 
advantage of making communication between the passengers 
and train-men quick and easy, and it eliminates the dangers 
to which the train-men are exposed in collecting and 
inspecting tickets. Mr. Obermayer exhibited plans of a 
car adopted by the Emperor Ferdinand Railroad, on four 
wheels, with a wheel-base of about 16 ft. 6 in., 30 ft. from 
buffer to buffer and 21 ft. length of car-body, the platforms 
being 21¢ feet wide and the cars about 10 ft. wide. The 
cebdions ears have three compartments, but to reach the 
central one the passenger must pass through one of the end 
ones. The passage is made so as to leave seats for two on 
one side and for one on the other, the seats facing 
each other in each compartment. In the centre, the 
space on the narrow side is occupied by a closet. 
In the second-class cars there are seats for two on 
each side of the passage, but they are arranged in 
pairs facing each other in three compartments, narrower 
than those in the first-class car, leaving room at one 
end for the closet. In the third-class car the seats, or 
benches, are apparently intended to seat two on one side, 
and three on the other of the central passage, are arranged 
facing each other, and are crowded so near together that in 
less than 15 ft. there are seven seatis. As they face each 
other, the space under the seats cannot be utilized for the 
accomodation of the passengers’ feet and legs, as in our 
cars, but in a compartment occupying 4 ft. 7in. of the 
length of the car, two seats face each other. There is a closet 
in the third-class car also, which car really seems arranged 
to give the maximum of discomfort, all, apparently, for the 
sake of preserving compartments, which in a car with a 
central passage and a closet at the end only are a source of 
discomfort, rather than otherwise, especially when the 
different occupants of the same compartment are not of 
the same family or party, as they seldom are. 


In the construction of the railroad just opened from Er- 
furt to Grimmential, through the Thuringian Forest, the 
Prussian Administration undertook to dispense, as far as 
possible, with the services of contractors. In the tunnelivg 
they were unible to dothis; but for the grading, masonry, 
earthwork and track-laying they furnisued the materials 
themselves, and made contracts for the labor with unions of 
workingmen, accepting the lowest responsible bid. The re- 
sults are said to have been quitesatisfactory, both as regards 
quality of work and as regards expense. With all care 
that could be exercised, the cost of the road was necessarily 
very great, involving as it did a two-mile tunnel through 
porphyry rock which was harder than the hardest granite. 





So many accidents have occurred in Germany from things 
being thrown out of car windows, that it has now been made 
a penal offense, liable to a fine of 30 marks ($7.25), apart from 
any specific damage which may have been caused in the in- 
dividual case, which the offender would of course have to 
make good in addition to his fine. 





The new edition of the Manual of the Austrian Railroad 
Service indicates that in future most of the employés on 
state railroads will be regarded as government ofticials, and 
have similar rights and duties with other members of the 
civil service. This arrangement has already existed in Prus- 
sia, and in the smaller statesof Germany in general. A 
noticeable feature of the Austrian railroad ordinances, 
—though not a new one—is that no state railroad employé 
shall undertake any outside business without the official 
copsent of the President of the Railroad Department at 
Vienna. In case of an employé whose salary exceeds 2,000 
florins ($850) annually, the consent of the Minister of Com- 
merce himself is necessary. 





The taird and fourth volumes of Hartleben’s Vienna 
“Railroad Library” are a ‘“‘ Manual of Railroad Telegraph 
Service,” by A. Prasch, and a ‘‘ Compend of Mathematics 
and Electricity,” by J. Kramer. A fifth volume now in 
press is ‘‘ Railroad Transportation Service,” by Sigismund 
Weill, an officer of the Austrian Northwestern Railroad. 


The East Indian Railway report for: last year gave the 
average dead weight of passenger trains as 2391¢ tons to 
1944 of load, and of freight trains and 2491¢ tons of dead 
weight to 181¢ tons of load. The latter load is larger than 
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we have ever noticed bafore on any foreign railroad, though 
often surpassed here. 





An association corresponding in substance ‘to our Road- 
masters’ Association has recently been organized in England 
under the title of ‘‘ The Institution of Permanent Way In- 
spectors,” of which Mr. W. I. Meredith is President. 


The state railroads of Prussia not only advertise for pro- 
posals when they have rolling stock and materials to buy, 
but they advertise the bids received. From such an adver- 
tisement we learn that when the Breslau Railroad Directory 
advertised for 10 tank locomotives, six wheels coupled, 
cylinder 14 in. diameter, the 1). bids received varied from 
$6,850 to $8,487; for a set of reserve axles for these engines 
the bids were from $900 to $1,625. 


One of the grievances brought up before the English Com- 
mittee on Rates was the discrimination of railroads south of 
London in carrying foreign hops for a fraction of the rate 
charged for hops shipped in Kent, but a few miles from Lon- 
don. In this case, as may be supposed, the Continental hops 
would have been shipped by water to London if the rail- 
roads had not made low rates. On the Southeastern Rail 
way the discrimination was done away witb, by charging 
foreign hops the English rate, with the result that the rail- 
road, which the year before earned £151 for carrying 172 
tons of French hops, at 17s. 6d. per ton, got no shipments at 
all, but the hops came in all the same, going up the Thames 
at 12s. 6d. per ton. 








The Philadelphia Electrical Exhibition. 





This exhibition is now in full working order, and is wel) 
worthy of a visit from those iaterested in the many uses to 
which electricity can b3 applied. The exhibition does not 
contain much that is especially connected with railroads ex- 
cept in one important department of railroad working, sig- 
naling, in which the Union Switch & Signal Company 
makes a complete and very important exhibit, while the 
Hall Electric Signal Company and the Cab Electric Signal 
Company also show methods of warning the engineer of 
danger ahead. We much regret that the pressure on our 
space compels us to defer a fuller account of these exhibits 
until next week. 

The Edison exhibit contains many specially delicate and 
ingenious applicstions of electricity to’ various purposes. 
Some of his innumerable inventions are grouped round a 
central pillar, the surface of which is decorated with 2,600 
incandescent lamps, only part of which, however, are 
illuminated at night. It is stated that the full capacity of 
the works at East Newark is 5,000 lampsper day. A variety 
of telegraph instruments are also shown, one of which, the 
Edison automatic telegraph, prints messages in Roman 
letters on chemically prepared paper at the rate of 1,500 
words per minute, five wires being used. Many other 
special telegraph instruments are also shown. Among the 
purely scientific instruments may be mentioned the micro- 
tasimeter, in which very small changes of temperature 
are made to vary the resistance of an electric current. This 
instrument has been employed to measure the heat trans- 
mitted to us by the fixed stars, apparently a somewhat un- 
appreciable amount. 

Edison’s registering meter measures the quantity of elec- 
tricity supplied to any consumer and records it on a dial in 
much the same way as if the subtle force were but so many 
thousand cubic feet of coal gas. 

J. W. Queen, of Philadelphia, exhibits several electric 
testing instruments, some of which are of foreign manufac- 
ture. 

The Thomson-Houston Electric Co. of Boston, Mass., show 
several forms of special electric switches, and some dyna- 
mos, arc lamps, etc. Their dynomo is of somewhat peculiar 
form, aud its construction is very clearly shown by sections 
and models. 

Three bands of wire are wrapped round a hollow cast-iron 
sphere, which is revolved between two stationary rings 
somewhat resembling in shape back cylinder covers. These 
rings are also wrapped round with wire. Each layer or 
band of wires on the sphere is insulated from its neighbor by 
alternate layers of cloth and paper. 

The principal peculiarity of the dynamo is, however, the 
ventilation of the sphere, a current of air being continually 
circulated through it in order to keep it cool. 

The Thomson-Houston exhibit also contains an electric 
headlight, which has recently been introduced and tried on 
one or two roads, and is used on several steamboats. It is 
an are light placed in the focus of an ordinary parabolic 
headlight reflector. In most arc lights the top carbon alone 
moves, the lower carbon being stationary, but in this case it 
is necessary that the illuminating point—or the electric arc 
between the ends of the two carbons—should always coin 
cide with the focus of the headlight reflector. Both carbons 
are therefore fed together at the pruper rate, one being fed 
at double the speed of the other, so as to neutralize their 
unequal consumption. This is effected by means of a spur 
wheel and pinion on the same shaft. The spur wheel engages 
arack by which one carbon is fed, and the pinion engages 
another similar rack connected to the other carbon. The 
rate of teed thus varies accordihg to the relative diameters 
of the spur wheel and pinion. 

It is stated that the carbons are fed together with great 
steadiness and regularity, and that they are unaffected by 
the shaking of the engine. The gear for feeding the car- 
bons is simple in construction, but it is of course impossible 
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teston a locomotive. The dynamo to aciuate this headlight 
would occupy a space about 24 in. in length and breadth, 
and about 12 in. in depth. The engine to drive the dynamo 
would take up some additional space. 

Several fine specimens of electroplating by means of a 
dynamo are shown by various exbibitors. One of the most 
striking of these is a lace handkerchief produced in sharp 
relief in copper. The handkerchief was laid in plaster of 
paris, the impression was then covered with plurnbago, and 
the copper deposited by means of a Weston dynamo. 








Association of American Railroad Superintendents. 


The following is the official report: 

The eighth meeting of the Association of American Rail- 
road Superintendents was held at Young’s Hotel, in Boston, 
on Tuesday and Wednesday, Sept. 16 and 17, 1884. 

There were present 32 members. 

The following named gentlemen were elected members of 
the Association: 

A. G. McAusland, Wilmington & Northern R. R.; C. W. 
Douglas, New York & Sea Beach R. R.; H. F. Royce, Chi- 
cago, Rock Island & Pacific R. R.; Richard J. Evans, 
Brunswick & Western R. R.; 8. B. Opdyke jr., New Haven 
& Northampton R. R.; J. F. Bigelow, Worcester & Shrews- 
bury R. R.; Geo. T. Lamphear, Narragansett Pier R. R. ; 
G. F. Spaulding, New London Northern R. R.; L. A. 
Coombs. Knox & Lincoln R. R.; E. H. Tucker, New York 
& New England R. R.;E 8S. Quintard, New Haven & Derby 
R R.; 8S. A. Webber, Old Colony R. R.; C. H. Platt, New 
York & New England R. R.; H. H. Marshall, Boston, Barre 
& Gardner R. R.; P. St. M. Andrews, New York & New 
England R. R. 

Members of the press were permitted to occupy seats in 
tbe convention. 

Under a suspension of the rules, Messrs. Stevenson, Sully 
and Folsom were appointed a committee on the employment 
of men for responsible positions, the committee to report at 
the afternoon session. 

Messrs. B.S Henning, J. W. Andrews, T. M. R. Talcott 
and Theodore Voorhees tendered their resignations as mem- 
bers of the Association, which were accepted. 

The Treasurer, Major Sully, presented his report, which 
was accepted. 

It was resolved that the question of honorary members be 
laid upon the table. 

Mr. Stevenson, from the committee appointed to confer 
with the Committee on Signals of the General Time Con- 
vention, reported that he had communicated with the Chair- 
man of that committee, who desired to postpone the con- 
ference until after the fall meeting of the General Time 
Convention. The committee, therefore, ask for furtber 
time. The report was accepted, and the committee were 


. instructed to present the decision of this Association, as ex- 


cessed at its last meeting, to the Committee of the General 
Time Convention, and to make report at the next meeting of 
the Association, 

The foilowing resolutions were passed : 

‘Resolved, That the Treasurer be instructed to draw at 
sight upon each member of the Association who is delinquent 
in tne assessments which have become due. 

‘‘Resulved, That an Executive Committee be appointed 
whose geaeral duty shall be to bring matters of importance 
before tne convention for discussion. 

‘Resolved, That the committee consist of five, and that 
they be elected by ballot.” 

The following gentlemen were elected: 

W. H. Stevenson, I. D. Barton, J. T. Furber, R. M. Sully, 
and L. W. Palmer. 

Major Sully, from the committee on employment of men 
for responsible positions, reported that the committee unani- 
mously recomm-nded the passage of the resolutions offered 
by Mr. Barton, which would keep the members informed of 
the dismissal of discharged employés; but would leave them 
free to take sucb action in the premises as they might desire, 
These resolutions were as follows : 

“Resolved, Toat whenever any employé of any road repre- 
sented in this Association shall be discuarged, by reason of 
such violation of orders or regulations, or failures to comply 
with the same as shall be considered by the Superintendent 
of such road as of sufficient importance to do so, he shall 
notify by circular letter the fact of his discharge, giving the 
name of the party, the position he occupied, and the reason 
for the discharge. 

“Resolved, That in the employment of men who shall bave 
come from other roads, it is the sense of this meeting that no 
engagement shall be made unless or until the applicant shall 
procure a letter from the Superintendent of such road bear- 
ing a date not more than 30 days prior to such application 
for employment, indorsing such applicant as a suitable man 
for the service he propused to perform.” 

The question of the 24-hour system of reckoning time was 
referred toa special committee of three, consisting of Messrs. 
J. F. Royce, J. M. Metheany and W. H. Stevenson, 

A letter was received from Joseph E. Ralph, of the New 
York, West Shore & Buffalo Railway, making some inter- 
esting suggestions relating to colored night signals, The 
letter, after being read, was referred to the Committee on 
Signals, with instructions to report at the next meeting. 

A letter from 8S. P. Opdyke jr.. General Superintendent, 
New Haven & Northampton Railroad, relating to safety 
couplers for freight cars, was received, and after some dis- 
cussion was ordered placed on file. 

‘Resolved, That the Executive Committee be instructed 
to confer with the representatives of other railroad associa- 
tions, and inform them that this Association would ke pleased 
to be furnished with copies of their proceedings in exchange 
for those of this Association. 

‘Resolved, That a new edition of 150 copies of the consti- 
mee and by-laws be printed and distributed to the mem- 

rs. 


A committee consisting of Messrs. Albert Allen, Goodwin 
and Barton were appointed to revise the by-laws. They sub- 
sequently reported, recommending some changes, and the 
by-laws were amended accordingly. 

A vote of thanks was extended to the superintendents of 
the Eastern Railroad, Boston & Lowell Railroad, Portland & 
Ogdensburg Railroad, Mount Washington Railroad, Boston 
& Providence Railroad, New York, Providence & Boston 
Railroad, New York, New Haven & Hartford Ratroad, 
Worcester Excursion Car Co., and the estes of the 
Park Theatre and Boston Theatre, and to W. F. Allen, of the 
Travelers’ Guide, for courtesies shown to members. 

aesolved, That the next meeting be held in Richmond, 
Va., on Wednesday, April 15, 1885. 

Adjourned. WATERMAN STONE, Secretary. 








TECHNICAL. 
Locomotive Building. 





‘The Philadelphia & Reading sbops in Reading, Pa., bave 


begun work on four heavy passenger engines, to run on the 
Bound Brook line between Philadelphia and New York. 
The Baldwin Locomotive Works in Philadelphia recently 


delivered to the Georgia Railroad two Mogul freight engines 
with 17 by 24 in. cylinders. 


Car Notes. 


Marshall, Tex., previously reported as burned, is a total loss, 
George Anderson, Secretary of the company, thinks it will 
take six months to rebuild and get in running order. It is 
possible that these works will not be rebuilt in Marshal], but 
at another point in Texas. 

The Green Car Wheel Manufacturing Co., in St. Louis, bas 
just filled a large order for wheels and other castings for a 
street railroad in the city of Mexico. 

Shops are tu be built at Ellaville, Fla. , for the construction 
of freight cars. Only the wood-work will be done there, the 
iron work being sent from Pennsylvania. 


Bridge Notes. 


The Penn Bridge Works in Beaver Falls, Pa., have recently 
taken vontracts for a one-span bridge at Salem, N. J., a one- 
span bridge at Grenada, Miss., and an iron roof for the 
water-works building at Milwaukee. 

The contract for the iron work for the Chicago barbor, 
aggregating over 100 tons, has been awarded by the govern- 
ment to the Chicago Forge & Bolt Co, which has also 
secured similar contracts for sume six or eight other har- 
bors on Lake Michigan. 


Tron Notes. 


The Western Pig-Iron Association has issued a circular pro- 
posing a new plan for restricting the production of pig-iron. 
Replies were received from 504 furnaces. There are 691 
stacks in the United States, and only 187 did not respond. 
Of these 138 are out of blast, leaving 49 in operation that 
paid no attention to the proposition. The answers were in 
the main favorable. The vroprietors of 239 furnaces, witha 
yearly capacity of 2,728,750 tons, replied that they were 
out of blast and would remain out; 29, with a capacity of 
391,000 tons, were under contract for all their prod- 
uct; 70, with a capacity of 1,314,400 tons, use all the 
iron they make; 19, with a capacity of 243,680 tons, 
were uocertain whether they could or could not participate 
in the movement; 81, with a capacity of 1,094,550 tons, 
agreed to participate and 66, with a capacity of 841,775 
tons, declined to participate. Of all the replies received but 
five disapprove o* the plan entirely. A large number of the 
furnace-men who declined did so with the explanation that 
they were so situated as to force them to adopt this course, 
while they were at the same time in favor of some method 
of restriction. These gentlemen intimated that they would 
willingly unite on some plan that considered and provided 
for their peculiar situations. 

Neshannock Furnace, in New Castle, Pa., owned by the 
Crawford Steel & Iron Co., is to be supplied with a new 
blowing engine, built by the Cuyaboga Works in Cleveland. 

The Delaware Rolling Mill, in Phillipsburg, Pa., which 
was recently sold at sberiff’s sale to Mr. Dennis Reilly, has 
been sold by him to F. P. Howe, of Danville, Pa., who will, 
it is said, operate the mill. 

On Aug. 30 last the Scranton Steel Company, of Scranton, 
Pa., with two 4-ton converters, turned out 287 gross tons of 
Bessemer steel ingots, beating the previous best record and 
far surpassing any record made by similar plants. The 
works run sivgle turn only. The week’s work was 1,502 
tons of ingots, the rai] mill rolling 1,346 tons of rails. 


Manufacturing Notes. 
The Buffalo Forge Co., in Buffalo, N. Y., has recently made 
large sales of portable forges to the Michigan Central Rail- 
road, the Wagner Sleeping Car Co., and others. It has also 
shipped several of its shavings-exhaust fans for wood-work- 
ing shops. 

The Dwight Nut Co. is manufacturing an ingenious safety 
gauge valve invented by Messrs. Atwood & Slate for use on 
locomotives, which entirely prevents the danger of scalding 
when the valve is broken by a collisiun or other cause. The 
amount of water or steam in the boiler is shown by turning 
a handle, which, by a screw attachment, pushes back a stop- 
plug placed witbin the boiler. When the valve is accident- 
ally broken, this plug is held in place by the steam pressure 
of the boiler, and no steam is allowed to escape. An addi- 
tional advantage is that the valves can at any time be re- 
packed without drawing the furnace fires.—Springfield 
(Mass.) Republican. . 

The Acme Machine Co., in Cleveland, O, is building a 
large new brick shop for the manufacture of its bolt-cutting 
machines. 

British Rail Exports 
Exports of iron and stee) rails from Great Britain to the 
United States and to all countries for the month of August 
and the eight months then ending are reported as follows by 
the Buard of Trade, in tons of 2,240 Ibs. : 
To United States : 
——Eight months.——— 











1882. 1883. L884. 1882. 1883. 1884. 
Iron rails.... 200 120  .... 20.813 2.519 ike 
Steel rails.... 12.979 9.391 1,282 132,413 44,794 16,118 
Total....... 13,178 9,511 1,282 153,226 47,313 16,118 
To all countries : 
Iron rails .... 1,946 1,532 519 37.959 20,102 10,147 
Steel rails.... 72,320 60,155 36.460 505,017 516.179 386.150 
Total .... . 74,266 61,687 36.979 542,976 536,281 396,297 


The exports to tbis country in August were even below 
the very small average for the year. and little more than an 
eighth of the exports last year. The exports to other coun- 
tries in August were a third less than last year, which is less 
than in previous months, the decline for the seven months 
ending with July having been 22 per cent. 

For the eight months ending with August last the exports 
to this country were little more than a third of those of last 
year, and not a ninth of those the year before. 


The Rail Market. 

Steel Rails.--The Iron Age says: “There is a pretty good 
inyuiry, notwithstanding recent heavy transactions, and 
several large orders are still under negotiation. Prices are 
firm, but not higher, $27@#27.50 per ton at mill being the 
usual quotations, according to quantity, time of delivery, 
etc. A fair amount of business has been entered during the 
week, and, on the whole, the position has been fully main- 
tained, if not slightly improved.” 

Rail Fastenings.—Nominal quotations are $2.35 per 100 
lbs. in Pittsburgh for spikes, 3b.50@ $2.75 for track-bolts, 
and 1.65@1.75 cents per pound for splice-bars. Business is 
light and competition active, and sales are made consider- 
ably below these rates, but at prices difficult to get at with 
certainty. 

Blast Furnaces of the United States. 
The Iron Age says: ‘“ Inanotber part of this issue will be 
found our monthly statement of the condition of the antbra- 
cite and bitumwous furnaces of the country. This table 
shows that the production of pig iron is steadily being re- 
stricted, the number of furnaces in on Sept. 1 being 
still smaller than on Aug. 1. The figures show that during 
the month seven authracite and five bituminous furnaces 
were blown out. The following table exhibits the condition 
of the anthracite furnaces on Sept. 1, as compared with 
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The machinery in the Car Wheel & Foundry Works at 5 





their condition on the Ist of each of the three previous 
months : 


Furnaces Weekly Outof Weekly 

in blast. capacity. blast. oneete. 

SMO Bsn 06, che cnn wionanqené 106 27.07 124 27,305 
2 Re ereiypeetertaggees.-p 10 26,949 130 28,765 
pS ee 95 26.144 133 29.525 
UI Tis. 0 nanos seamus oe 22,864 139 32,595 


‘*The following table presents the condition of the bitu- 
minous furnaces on Sept. 1, as compared witb their con- 
dition on the Ist of each of the three previous montbs : 

Furnaces Weekly Outof Weekly 
in blast. capacity. — cap city. 
12 


MUNI Aw. cinmoqecne abtbea Cans = 98 48,003 2 4? 901 
SE Mins ke wennne qouttonnhsee des 98 47,630 127 44.211 
August 1 §...... ies ahiieees 88 4‘,877 138 49.244 
Bopermes. 1. .c.ccsecepens oe 83 42,868 142 48.973 


* An examination of these two tables will disclose a very 
decided decrease in productive capacity since June 1. At 
that time the total: number of anthracite and bituminous 
furnaces in blast was 204, with a weekly vapacity of 75,975 
tons, but on the Ist of the present month there were only 
171 furnaces of boih kinds in blast, with a weekly capacity 
of 65,732 tons. In these three months, therefore, the num- 
ber of active furnaces was decreased by 33, and their 
weekly capacity was reduced 10,243 tons, or almost 14 per 
cent, 

Iron Cars in England. 


A number of new machine tools, specially designed for the 
construction of iron under-frames for freight and pas-enger 
cars, have just been made by Messrs. Craven Brothers, of 
Manchester, for the; Great Western Railway shops at 
Swindon. Tbe designing of these machines bas necessitated, 
a special arrangement of a set of fixed spindles. These are 
carried on five separate machines, having respectively 42, 
19, 38, 35, and 43 spindles. The machine with 43 spindles 
is horizontal, and carries a drill at each end of each spindle, 
in order not only to equalize the pressure, but also to enable 
the machine to drill two pieces of ironwork of the same 
description at the same time. These machines are also 
arranged to work in connection with specially constructed 
circular saws for cutting the iron-work cold, and with rotary 
cutters for making the mortices, The whole of the parts of 
the iron frame are tbus turned out ready for puttivg to- 
gether by means of hydraulic riveters, which are worked in 
connection with the machines above described, and the en- 
tire framework is put together with litile manual labor. 
The construction of iron framework has bitherto been chiefly 
confined to roiling stock for Indian and colonial railways, 
but with plant such as above, and withiron ata low price, 
their introduction on English railways would seem to bea 
matter of economy which may encourage the home railways 
to adopt iron in the place of wood. Iron under-frames have 
been used for many years on the Metropolitan, the Great 
Eastern and the Great Western Railways, and «experience bas 
sbown that when carefully made to template, and properly 
riveted togetber, iron under-frames require virtually no 
repairs, an occasional coat of paint being ail that is neces- 
sary. es 
Crystallization of Axles. 
A correspondent of the Mechanical World gives the fol- 
lowing method of preventing the crystallization of axles, 
etc: ‘ All the forged pieces should be brought to a white 
heat and plunged into a receptacle filled with raw flix oil. I 
have applied this process many years tothe axles and springs 
of common vebicles and it has always proved. successiul. 
This method is easy for every one and likewise very cheap.” 


The Massachusetts Car-Coupler Tests. 


On Thursday of this week the Massachusetts Railroad 
Commissioners begin their examination and test of auto- 
matic freight car-coupleis, as provided by actof the last 
Legislature. It will be the first of the kind in the United 
States. The jurisdiction of the Commissioners is, in a legal 
course, limited to the state, but as cars from many other 
states run constantly over Massachusetts roads, and vice 
versa, their conclusions will be of importance all over the 
country, and more especialiy because of the well-known 
high character and impartiality of the board and of the fact 
tbat they will be aided by experts and their investigations 
participated in by Commissioners and railroad meu from 
other states. Following is the law under which this test is 
to be made : 

Sec. 1. Every railroad company operating a railroad 
or any portion of a railroad, wholly or partly within the 
state, shall place upon every freight car hereafter constructed 
or purchased by such coi poration, and upon every freight 
car owned by such corporation, of which the coupler or 
draw-bar is repaired by it, with intent to use such car, such 
forms or form of automatic or other safety coupler at each 
end thereof as the Board of Rauilrocad Commissioners may 
prescribe after examination and test of the same, and the 
Railroad Commi:sioners may annul avy recommendation 
made by them. 

Sec. 2. The provision of this act may be enforced by the 
Supreme Judicial Court on application of the Attoraey 
General. 

Sec. 3. So much of this act as relates to the examination 
and test sball take effect on its passage, and the same shall 
take full effect on the first day of March next. 


Electric Headlights. 


A new electric headlight for locomotives is now on trial on 
the New York, Pennsylvania & Ohio road. The lamp, 
dynamo and engine are the invention of Mr. George C. Pyle, 
of Akron, O. The light has so far been used on runs aggre- 
gating 40,000 mules, and is said to have worked in a very 
satisfactory manner. 


A Steel Exhibit at New Orleans. 


The Cambria Iron Co. of Johnstown, Pa., has applied to 
the New Orleans Exhibition for space—250 by 50 feet— 
for ‘“‘an iron exbibit, from ore tu the fiaished product.” 
The exhibit will consist of ores, railroad steel rails, switches, 


Building Railroads at the Wrong Time. 


The insanity of capital is the only explanation that can be 
offered of the strange delusion which leads men to build rail- 
roads in the years when it costs most to build them, and in 
not building them when they cost least. In 1877 and 1878 
iron and steel of all kinds touched the lowest figurrs reached 

uring the century, and the wages of labor were lower than 
they bad been since the beginning of the wer. The country 
was tben really prosperous, and there was an albuodance of 
money waiting tor investment. Yet in each of these years 
there were fewer miles of railroad built than in 1876, and 
fewer than in any of tbe six years from 1868 to 1878 inclu- 
sive, in which prices of iron and steel were more than double 
and wages of labor nearly double what they were in 1877 
and 1878. In 1879 railroad building began agam, 
and what mav be called the reesonable number of 4,721 
miles were constructed in that year, but the insenity of capi- 
tal pushed the prices of iron and stee] up to the «xtravegant 
figures of February, 1880, wbich sbould bave checked every 
railroad ente:prise. But, instead of checking, the high 
prices seemed to increase the fever, and, notwithstanding 
continued bigh prices, the inssnity did rot reach its climax 
until it had caused the building of 11,591 miles in 1882. On 
the plotted diagram is an imaginary line showing how rail- 
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roads might have been regularly built to make about the 
same total mileage which we now have without causing 
such violent fluctuations in prices, and such alternate 
‘‘booms and panics ” as those from which we have suffered. 
This line is made by plotting the figures in the last column 
of the table below: 





Miles of 
railroad We should 
built. have built. Miles. 

| PEE To 2.979 sides 2,979 
TOD. 6k: icin ce chemise tage a 4,615 1,000 miles less, or 3,615 
1870 6,070 2,000 miles less, or 4,070 
| RR A a ig Pa 737 3,000 miles less, or 4,37 
ae Per See F 5.878 1,500 milesless, or 4,378 
Gages <s iage, sss shame aes 4.107 500 miles more, or 4,607 
Rr re Heyes 2,105 2.500 miles more, or 4,605 
Oe eae As 1.713 3,000 miles more, or 4,713 
EE «<<: pane dtcuaaaaeal 2,712 2,000 miles more, or 4.713 
GOES fo ccc sed c setts Amead 2.281 3.000 miles more, or 5,281 
RE OE Oe 2,687 3.000 miles more, or 5,687 
SERS uxt Keb icds. .os. emerepeae 4.721 1,000 miles more, or 5,721 
BIEN icin; ‘vin tacoseincerneas 6,956 1,000 milesless, or 5.956 
| RENE h es epetones &: 9,789 4,000 milesless, or 5,789 
MEE. 45 ceachoananon. acne 11,596 5.500 miles less, or 6, 
ing win acueup taped 755 500 miles 'ess, or 6,255 
Pe ree Tren err 3,000 3,500 miles more, or 6, 

$5,343 85,243 


[f it had been pessible by avy combination of railroad 
financiers, or by a law of a despotic government, to have 
caused the railroads built in the last 20 years to be built at 
the rate shown in the last column, can it be doubted that 
they would have been built far cheaper than they have been. 
end that the widespread distress following each of the four- 
year periods of too rapid building would have been pre- 
vented ?— William Kent before the A, A. A. S. 








THE SCRAP HEAP. 





Anecdotes of George Stephenson. 


The rough and ready Northumbrian will be long remem- 
bered by hisreply as to what would happen to the cow 
should the bovine animal get upon the track. The following 
anecdote is less known probably : Asked by the chairman 
of a railway committee whether he could make a railway 
under the Alps he answered, ‘‘ Under Halps, mon? Under 
the world if ye like; it’s only a question of pounds, shillings 
and pence.” 

On another occasion he was cross-examined by a lawyer 
before a parliamentary committee as to the possibility of 
passengers surviving the passage through a proposed rail- 
road tunnel 1,000 yards long. At last, losing patience, he 
exclaimed : 

‘| wish you had a little engineering knowledge. You 
would not talk tu me so.” 

Lawyer. “I feel the disadvantage.” 

Stephenson, “‘Tam sure you must.” 


A Mexican Story. 


An Indian boy at Acambaro, on the Mexican National 
road, recently asked an employé of the road how he could 
calculate the difference in diameter between the inside of a 
cylinder and its exterior. The boy was scarcely 16 years 
of age, and the railroad man was thunderstruck at a ques- 
tion be could not solve. Going with the boy to his hut he 
found that he had actually constructed two miniature 
engines. One of them was a stationary engine with an 
annex; the second wasa tiny Baldwin engine, both in run- 
ning order. The Mexican Edison bad constructed the 
machines with a file and knife. The railroad man informed 
Mr. Gonzales, who immediately took the boy and sent him 
to the Baldwin Locomotive Works at Philadelphia for a 
term of five years at Lis own cost to complete the education 
of ee with which nature has so wonderfully en- 
dowed bim. 


Justifiable Circumstances. 


As the lynchers placed the rope about his neck the trem- 
bling victim said: 

* Gentlemen, if you would allow me one word of explana- 
tion. Iam sure you would spare my life.” 

* You tried to wreck a train, didn’t you.” 

* Yes, but— -” 

** Ripped up a whole length of track, didn’t you?” 

* T did, but——” 

‘Knew there were people on the train who might be 
killed, didn’t you ?” 

* Yes, but— ” 

** Well, but what ?” 

“Why. you see there was one of those fellows that go 
through the train taking presidential votes, and——” 

“Why in thunder didn’t you sayso? Boys take off the 
rope and give him a drink out of our bottle.” 


Damages for Failure to Make Time. 


Judge Donohue, of New York, hasgranted an order allow- 
ing Sydney Rosenfeld and George K. Fortesque, proprietors 
of the Well-Fed Dora burlesque company, to sue Horace 
Russell, as Rec-iver of the New York, West Shore & Buf- 
falo Railway, to recover $2,000 damages for breach of cun- 
tract. The applicants purchased 20 tickets to Buffalo, 
and took the schedule ferry boat from New York on July 
20, to catch the 8:13 train. The company was billed to play 
in Buffalo on the following night. The boat failing to con- 
nect with the train, the engagement was broken. 


Taking in the Stranger. 


A gentleman at the Unioa D2pot was seen about train 
time carrying two heavy valises with much difficulty. He 
would pick them up, carry them a few paces, then lay them 
on the platform and rub bis hands on the sides of his pants 
as though they were cutting bis fingers off. He was pounced 
upon by the hotel drummers as soon as Le hove in sight, and 
importuned to accompany them. ‘Come with me; I'll give 
you a good bed and treat you well,” said one, reaching for 
the valises, 

‘No, I have heavy valises and must hire a hack,” said the 
gentleman, quietly. 

“Pil carry your valises; give ’em to me,” yelled the drum- 
mer, grabbing them, making off at a brisk walk, to prove 
his sincerity. ‘Come on; follow me, right this way !” and 
he lunged ahead pantiog under his burden. 

* All right,” said the ee ye and they walked on for 
a distance when he told the drummer that he would catch 
up with him, to go ahead. Feeling that be had captured a 
good customer, the drummer struck out for the hotel. See- 
ing the gentleman standing on the platform, some one asked 
him if he was not afraid to trust his baggage to a stranger. 

“No, pot much,” he a * You see I live over here, 
and I have had a lot of old smoothing irons and brick lying 
’round the epee and I took a couple of old valises and 
resorted to this plan of having the rubbish carried off. That 
drummer has the valises, aud be don’t care whether he ever 
sees me or not; I have gotten rid of my rubbish and J don’t 

are to see him ; we are even.”—Atlanta Constitution, 
c 


500 | and was wrecked, 


‘return shows that it is getting further and further away 





Fighting on a Train. 
A dispatch from Canton, Miss., Sept. 14,says: ‘‘As the | 
passenger train of the Illinois Central Railroad was passing 
Hazelhburst, Copiab County, Miss., last night, two young men 
boarded the cars and being intoxicated became involved in 
a quarrel with some of the passengers. One of them, Mar- 
low, drew his pistol and, with an oath, attacked one Bell, a 
penitentiary guard who had a number of convicts in charge. 
Bell drew bis pistol and mortally wounded Marlow, whose | 
comrade took refuge under a seat. In the fight Bell was | 
shot in the shoulder and Conductor McShane, who was try- | 
ing to separate the belligerents, received a shot in the shoul- 
der and thigh. Conductor McShane is one of the oldest and 
most popular employés of the Illinois Central. His wounds 
are painful, though not considered fatal.” 


A Train Wrecker Arrested. 

A dispatch from Raleigh, N. ©., Sept. 28, says: ‘‘ About 
June 1 last some person placed a cross-tie on the track of the 
North Carolina Railroad, about a mile east of Durham. The 
freight trein from Greensboro to Raleigh, with a pas- 
senger car attached, and running in the night, came along 
The engineer escaped by jumping off, 
but the fireman lost both legs, and has nearly recovered. 
For three months the railroad authorities have been making 
every effort to ferret out the guilty person. At Durham, 
yesterday, a warrant was sworn out against Rufus Barbee, 
a young white man of respectable connections, and he was 
arrested and charged with obstructing the railroad and 
wrecking the train. He gave bail in the sum of $500 to ap- 
~ before the magistrate on Monday next, when the pre- 

iminary examination will take place.” 


Adorning Station Grounds. 


The policy of the Boston & Maine and of the Old Colony 
iu encouraging station agents to cultivate flowers on the 
depot grounds, and to otherwise make the surroundings at- 
tractive, is much commended by the traveling public, and 
there is little doubt that its trifling cost will be more than 
realized in the greater care that will be taken of the com- 
pany’s property in general as the result of cultivating such 
a habit. The Boston & Albany bas inaugurated the same 
policy, as seen at Newtonville, Auburndale, etc., and at its 
new station at Palmer it is establishing an oval park, com- 
prising an acre and 4 half, which is to contain a zrotto with 
dripping rocks; also graveled driveways, concreted walks, 
lawns, flower beds, shrubs and trees, and seats for waiting 
travelers. Its cost will be about $7,000. The grounds about 
the new depot at Indian Orchard are also to be handsomely 
laid jek Deaton Advertiser. 

Receiverships. 

The purpose of a railway receivership at the present day 
is to carry on the property with the view of ultimately re- 
storing it to its owners.—Jndianapolis Journal. 

That depends upon whether it is in the interest of bond- 
holders or managers. The Vermont Central had a 30 years’ 
receivership; the receivers got rich; the tirst-mortgage 
bondholders got bonds in a new company at the rate of $10 
for each $100 of the old, and the new sell in the market for 
50 to 60; the second-mortgage bondholders got some pre- 
ferred stock, which is not quoted. The New York & New 
England receivership is not of long standing, but each new 


from a payment of the road’s debts and ‘ restoring it to its 
owners.” Many other cases might becited. A receive:ship 
generally improves the road and impoverishes its owners. 
Our courts must bring their officers back to old-fashioned 
ideas of trust management, or they soon will be regarded as 
anything but havens for the storm-beaten and distressed. — 
Boston Advertiser. 


Uniform Train Orders. 


In accordance with the action of the Association at the 
Louisville convention, Mr. W. N. Marshall, President of the 
American Train Dispatchers’ Association, has appointed a 
committee on train orders and station telegraph signals. In 
his circular Mr. Marshall says: 

‘lt is desired that each member of the committee will 
communicate fully to the Chairman his views in regard to 
a uniform system of orders for running trips by telegraph, 
anda uniform station telegraph signal, inclosing copies of 
such orders as he is in favor of having adopted, stating the 
signal he prefers, and, if a satisfactory signal, whether it 
should, when not in use, stand at all-right or danger. Giv- 
ing fully the reasons why he favors such orders and signals, 
and stating whether or not they are in use by the road on 
which he is employed. 

‘*T would suggest that when this letter has been prepared 
it be submitted to the superintendent of the road which the 
member represents, with a request that he will signify if it 
meets with his approval, and if, when the Association has 
adopted a code of orders, be will recommend their use on his 
road. 

“*T will be glad to hear from persons not on the committee 
in regard to this subject, and if their views are of sufficient 
importance they will be presented to the committee and 
taken into consideration at the next meeting of the Associa- 
tion.” 


@Oeneral QRailroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 





Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Chicago & Eastern Illinois, annual meeting, at the office 
in Chicago, Oct. 7, at noon. 

Lake Erie & Western, annual meeting, at the office in 
Bloomington, Iil., Oct 8. 

Louisville & Nashville, annual meeting, at the office in 
Louisville, Ky., Oct. 1. 

Michigan & Ohio, annual meeting, at the office in Toledo, 
O., Oct. 8. 

Minneapolis & St. Louis, annual meeting, at the office in 
Minneapolis, Minn., Oct. 7. 

New York & New England, special meeting, at the office 
in Boston, Oct. 7. 

Ohio & Mississippi, annual meeting, at the office in Cin- 
cinnati, Oct. 9. 

Raleigh & Gaston, annual meeting, at the office in 
Raleigh, N. C., Oct. 2. 

Rochester & Pittsburgh, annual meeting, at the office No. 
20 Nassau street, New York, Nov. 12. 

Western Union Telegraph, annual meeting, at the office 
in New York, Oct. 8. 

Dividends. 

Dividends upon the capital stocks of railroad companies have 
been declared as follows : 

Chicago, Milwaukee & St. Paul, 344 per cent., semi- 
annual, on both preferred and common stock, payable Oct. 





Chicago, Rock Island & Pacific, 1% 


21, Transfer books closed Sept. 20. 
ad cent,, quarterly, 
payable Nov, 1. Transfer books close Sept, 29, 


Chicago, St. Paul, Minneapolis d& Omaha, 184 per cent., 
quarterly, on the preferred stock, payable Oct. 20. Trars- 
ter books close Sept. 30. 

Raleigh & Gaston, 3 per cent., yearly, payable Oct. 1, to 
stockholders of record on Sept. 1. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

New England Road- Masters’ Association, annual conven- 
tion, at White River Junction, Vt., on Wednesday, Oct. 8. 
A full programme and announcements were published in 
the number for Sept. 5. 

General Time Convention, fall meeting, at the Conti- 
nental Hotel, Philadelphia, on Thursday, Oct. 9. 

American Street Railway Association, annual conyven- 


| tion, in New York, on Wednesday, Oct. 15. 


Western Railway Club. 

The first meeting of the season was held in Chicago, Sept. 
17, President Verbryck in the chair. Several amendments 
to the constitution were proposed and set over for future 
action, and other routine business was transacted. 

Ibe members and visitors present then joined in a dis- 
cussion on ‘‘ Locomotive Tires,” which was tne regular sub- 
ject for the meeting. 


Western Society of Engineers. 


The 193d meeting was held in Chicago, Sept. 2, Vice-Presi- 
dent Randolph in the chair. Mr. John Zellweger read a 


were, ** Gaseous Fuel, No. 1 Gas Producing Plant.” Mr. 
Jright presented a paper, ‘*Street Railway Joints.” It 
was voted that these two papers should be printed. Mr. 


Liljencrantz, for the Committee on Revision, presented sev- 
eral amendments to the constitution and by-laws. After dis- 
cussion the report was referred back to the committee and 
the meeting adjourned. 


Baltimore & Ohio Employes’ Relief Association. 
The August sheet of thisassociation shows the payment of 
848 benefits in all, as follows: Main Stem, Transportation 
Department, 108; Machinery Department, 226; Road De- 
partment 85; Trans-Ohio divisions, 186; Pittsburgh Divis- 
ion, 86; physicians’ bills, 157; total, 848. ‘The largest 
single payment was one of $1,500 to the widow of Frank 
Dunlap, conductor, accidentally killed on the Pittsburgh 
Division. 

National Assoviation of General Passenger and 

Ticket Agents, 

At the semi-annual meeting in Boston last week very little 
was done beyond the usual routine business, and the attend- 
ance was not large. Notwithstanding (or, perhaps, because 
of) this, the meeting was an unusually lively and pleasavt 
one. ‘The convention closed with a very evjoyable excur- 
sion to the White Mountains, in which nearly all of the 
members present joined. 


American Association of Railroad Superintend- 
ents. 

After the close of the conventioa in Boston last week, the 
members of the Association went on an excursion to tre 
White Mountains, which was very much evjvyed. Two 
parlor cars were provided—one of them the new ‘‘ David 
Gerrick,” of the Worcester Excursion Co.—and the visitors 
were entertained in a very pleasant way. 

Pittsburgh, Fort Wayne & Chicago 

Benefit Association. 
The annual convention of this Association was held in 
Toledo, O., Sept. 18. There was a full discussion of the 
condition of the Association, and it was resolved to reduce 
the death benefit to $1,200 until its financial affairs were on 
a better footing. 

Mr. J. J. Brooks was present on behalf of the Pennsyl- 
vania Company, and made ap address, stating that the 
company had under consideration the adoption of a plan 
for the benefit of its employés similar to that of the Balti- 
more & Ohio Relief Association, which has worked so suc- 
cessfully. A resolution was passed that members would 
Jend tbeir influence to the adoption of any just plan which 
the company might propose. 


Railway 


Brotherhood of Locomotive Firemen. 

The eleventh annual convention of the Brotherhood of Loco- 
motive Firemen opened in Toronto, Ont., Sept. x3, witha 
large attendance of delegates and their friends. Tne chair 
was orcupied by ex-Mayor Munich, of Toronto. After the 
opening prayer, the Lieutenant-Governor of Toronto read 
an address of welcome to the province, which was followed 
by an address uf welcome to the city by the Mayor. Grand 
Master Arnold delivered the annual addres:. Reterring to 
the objects and progress of the Brotherhood, he said that 
since 1380 there had been an increase in the membership of 
from 1,100 to over 12,000, embraced in 240 lodges. The 
Brotherhood was also 1n a prosperous financial condition. 
Gen. Sir Henry Lefroy delivered an address, and was fol- 
lowed by Col. Maynard of sndianapolis, and Dr, Wild, of 
Toronto. 

The business sessions, which began on Sept. 24, are held 
with closed doors. 


Trunk Line Presidents’ Meeting. 

The Truok Line presidents met at Commissioner Fink’s 
office in New York Sept. 23, and it is understood that three 
matters came up for discussion: The appointment of a suc- 
cessor to Mr. Adams in the Board of Arbitration; the ques- 
tion of reopening the arbitration of percentages of Chicago 
shipments, against which the Grand Trunk is now and has 
been vigorously protesting, and the reduction or mainten- 
ance of the rates on grain from Chicago to the seaboard. 
The session continues as we go to press. 

On the second day, Sept. 24, it is understood that the 
discussion was caiefly on the question of reopening the arbi- 
tration on the Chicago divisions, but no conclusion was 
reached. 

The Chicago Conference. 

The conference in Chicago last week came to a close without 
any very definite results, after sessions lasting through five 
days. All plans proposed for the settlement of the trans- 
continental business troubles were rejected, the chief 
obstacle being the refusal of tbe Atchison, Topeka & Santa 
Fe to joinin any pool during the existence of that portion 
of the tripartite contract which affects the business of its 
line. It was finally decided that no joint agreement on 
Utah and Colorado business was possible in the present tem- 
per of the roads, although a temporary agreement on Ne- 
braska business was made, to continue only until a further 
meeting. 

A resolution was passed unanimously to leave matters in 
their present condition and to maintain tariff rates strictly 
for 90 days, pending further efforts tosecure a settlement. 

The conference was aijourned until Sept 25, at Chicago. 

At the adjourned meeting on Sept. 25 atemporary agree- 
ment was made for the division of the Utah and Colorado 
business on the same terms as the California husiness. Two 
pools will be formed, one east and one west of the Missouri 
River. The agreement is to continue till Dec, 31 next, after 
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which time any road may withdraw on 30 days’ notice. It 
is made subject to the approval of the several companies. 


Road-masters’ Association of America. 


At the annual Convention in Indianapolis, Sept. 10, there 
was a small attendance of old members, but about 50 new 
members were enrolled. At the opening session it was 
stated that many who desired to attend had been prevented 
by an unusual pressure of work on their roads. ° 

An evening session was held on the first day, at which the 
subject of ** Ballasting” was discussed, and that of ‘‘ Frogs 
and Switches” was brought up. 

On the second day the President delivered bis annual ad- 
dress, and Mr. Charles Latimer, of the New York, Pennsy]- 
vania & Obio also made an address. The discussion on 
frogs and switches was continued, and discussions were also 
hud on “Safety Appliances, especially Foot-guards for 
Frogs and Switches;’ on ‘Elev tion and Gauge of Curves;” 
on the ‘‘ Effect of Unevenly Gauged and Worn Wheels on 
Track,” and or “Best Form and Weight of Rails for present 
Rolling S‘ock.” 

The convention closed its work by electing officers and 
choosing Chicago as the place and the second Wednesday in 
October, 1885, as the time for the next convention. 

On the third day most of the members joined by invita- 
ti nm in an excursion to Cincinnati. During the convention 
a number of appliances for track, etc., were on exhibition. 
A more extended report of the convention will be given 
hereafter. 








ELECTIONS AND APPOINTMENTS. 


American Society of Civil Engineers.—At tbe regula 
monthly meeting in New York, Sept. 3, the following candi- 
dates were electe1 as members: Henry N. Babcock, New 
Haven, Conn.; George H. Boynton, Davenport, la. ; George 
H. Browne, Pittsburgh, Pa.; Moses Burpee, Fredericton, 
N. B.; F. A. Camp, Minneapolis, Minn.; L. P. Evans, Potts- 
town, Pa.; Desmond Fitzzerald, Brookline, Mass ; Carl 
Gayler, St. Louis; Wm. Jackson, Boston; Emil Knickling, 
Rochester, N. Y.: O. H. Landreth, Nashville, Tenn. ; George 
B. Mallorv, New York; George E. Mann, Buffalo, N. Y.; 
J. J. MeVean, Ionia, Mich.; Mansfield Merriman (elected 
Junior May 12. 1875), Bethlehem, Pa.; E. G. Nourse, Chi- 
cago; T. W. Orbison, Iron Mountain. Mich. ; Oberlin Smith, 
Bridgeton, N. J.; J. F. Sorzano, New York; E. B. Taylor, 
Pittsburgh. Pa.; J. Nelson Tubbs, Rochester, N. Y.; R. L. 
Van Sant, Memphis, Tenn.; F. Floyd Weld, Waterbury, 
Conn. 

As associates: E. B. Guthrie, Buffalo, N. Y.; Frank H. 
Howes, New York; George W. Parsons, Harrisburg, Pa. 

As Junior: George A. Just, New York. 


Augusta & Knowxville.—Mr. Andrew Anderson has been 
chosen Treasurer of this company. 


Chicago & Atlantic.—Mr. A. S. Crane is appointed Gen- 
eral Freight Agent in place of Mr. J. W. Mackay, who goes 
tothe Michigan Central Oct. 1. Mr. Crane was recently 
General Freight and Passenger Agent of the Boston, Hoosac 
Tunnel & Western road. 


Cincinnati & Eastern.—Mr. J. H. Rhodes has been elected 
President. 


Cleveland, Youngstown d& Pittsburgh.—At the annual 
meeting in Alliance, O., Sept. 20, the following officials 
and directors were elected: President, H. W. Ford; Vice- 
President, W. R Berghoiz; Treasurer. L. L. Lamborn; Sec- 
retary, F. M. Ferguson: Directors, E. W. Gray, 8S. Hart- 
zell, L. L. Lamborn, B. W. Randall, A. W. Coates, Alliance; 
L. M. Lawson, H. W. Ford, W. R. Bergholz, J. M. Fer- 
guson, New York. 


Crookston Southwestern.—The office of this new company 
is at Crookston, Minn.; the officers are: President, ‘Thomas 
B. Walker: Vice-President, John Comb; Treasurer, Davis 
brower; Secretary, William M. Ross. 


lron.—This company (late the Iron Division of the Toledo, 
Cinemneti & St. Louis) hus elected directors as follows: 
Edward E. Fleyd, C. R. Batt, B ston; George O. Fairbanks, 
Cincinnati: C. ©, Clarke, Jobn Campbell, Ironton, O. 
Mr. E. E. Floyd was elected President. 


Lackawanna dd Pittsburgh.—Mr. J. W. Martenis has been 
appointed Assistant Auditor. He was recently Car Account- 
ant of the Rochester & Pittsburgh. 


Moorhead & Chicago.—This new comnany has its office at 
Moorhead, Minvn.; its officers are: F, J. Burnham, President: 
E. UC. Sprague, Vice-President; F. E. Briggs, Secretary; An- 
drew Holes, Treasurer; W. H. Davy, General Manager; R. 
R. Briggs, Attorney; O. W. Burnham, Chief Engineer. 


Northern Pacific.—At the annual meeting in New York, 
Sept 18, directors were chosen as follows: Frederick Bil 
lings, Angust Belmont. John W. Ellis, Johnston Livingston, 
Rosewell G Rolston, Charles B. Wright, John C. Bullitt, 
Rohert Harris, Benjamin P. Cheney, J. L. Stackpole, Thomas 
F. Oakes, Norwood P. Hallowell, John H. Hail. The two 
last-named are representatives of the Oregon & Transconti- 
nental Co., which bad asked for three seats in the bo:rd. 
‘The compromise was accepted, and the vote of the company 
was cast in favor of the ticket. 


Orange Line —Mr. Edwin Fitzzerald has been appointed 
manager of this fast new freight line, with office in Cin- 
cinnati. Mr. B. V. Jackson is General Northwestern Agent, 
with office in Chicago. 


Pittsburgh, Fort Wayne & Chicago Railiiay Mutual 
Be. efit Association.—At the annu:] meeting in Toledo, O., 
Sept. 18, the following officers were chosen: W. F. Ross, 
Allegbeny, Pa., President ; James Rager, New Brighton, 
Pa., First Vice President ; J. C. Kencill, Fort Wayne, Ind, 
Second Vice-President ; A. F. Schoenvein, Allegheny, Pa., 
Toird Vice-President ; Secretary and Treasurer, D. L. Zink, 
Crestline, Ohio. 

Road-masters’ Association of America.—At the yearly 
convention in Indiavapolis the following officers were 
chosen: President, I. Burnett, Chicago, Rock Island & 
Pacific; First Vice-President, D. Coleman, Atchison, Topeka 
& Santa Fe; Second Vice-President, J. W. Craig, Charles- 
ton & Savannah; Secretary, John Sloan, Indiana, Bloom- 
ington & Western; Treasurer, Thomas Adamson, Obio & 
Mississippi; Member of Executive Committee for three 
years, James Sloane, Chicago & Eastern Lilinois. 


Stewarttown.—Mr. James Fuller, of Stewarttown, York 
County, Pa., is President of this new company. 


St. Paul & Duluth.—Mr. Chas. F. Ward bas been ap- 
pointed Master Mechanic of this company in place of Mr. W. 


~ McFarland, resigued. The appointment took effect Thurs- 


day, Sept. 18. 


Union ‘Pacific.—Mr. B. Campbell is appointed General 
Agent for this company with headquarters at Portland, 
Oregon. Service to commence Sept. 15. Mr. Campbell 
will bave charge of the freight and prasonner business of the 
sien Secifio Railway in Oregon, Washington and North- 
ern o. 


THE RAILROAD GAZETTE. 





Virginia, Tennessee & Georgia Air Line.—The following 
circular from the office of General Manager Henry Fink is 
dated Knoxville, Tenn. , Sept. 20: 

** On and after Oct. 1, 1884, Mr. B. W. Wrenn will have 
charge of the North and East-bound through passenger busi- 
ness Over the East Tennessee. Virginia & Georgia Railroad. 
Mr. A. Pope will have charge of the South bound through 
passenger business from ail Eastern cities.” 


PERSONAL. _ 


—Mr. W. McFarland has resigned his position as Master 
Mechanic of the St. Paul & Duluth Railroad. 


—Mr. Thomas Nickerson, late President of the Mexican 
Central Railway Co., will sail for Europe on Oct. 8, taking a 
trip for the benefit of his health. 


—Mr. A. A. Robinson, General Manager of the Atchison» 
Topeka & Santa Fe, was married last week to Mrs. Ellen 
Frances Williams, of Topeka, Kansas. 


—Mr. W. A. Stone has resigned his office as Master 
Mechanic of the Norwich & Worcester road to accept a posi: 
tion with Park Brothers, the well-known steel manufacturers 
in Pittsburgh. 


—It is stated that Mr. S. S. Merrill, General Manager of 
the Chicago, Milwaukee & St. Paul. is now suffering from 
a second stroke of paralysis, and is in a very precarious 
condition of healtb. 








—Mr. E. C. Devereux, General Freight and Passenger 
Agent of the Sonora Railway in Mexico, and formerly con- 
nected with the Kansas Pacific, died recently at Lawrence, 
Kan., where he was visiting relatives. 


—Mr. George W. Prescott has resigned the office of Super 
intendent of Motive Power and Machinery of the Texas & 
St. Louis, and will hereafter be associated with the Balti- 
more Elastic Steel Car Wheel Co., at Chicago. 


—Mr. B. F. Mills, General Passenger Agent of the Bur- 
lington, Cedar Rapids & Northern road, died of consumption 
in Burlington, Ia.,Sept. 14. Mr. Mills began life as a brake- 
man on an Obio road, and gradually worked his way up. 
His connection with the Burlington, Cedar Rapids & North- 
ern began in 1870 asa clerk in the passenger department of 
the road: he was appointed Assistant Passenger Agent in 
1875, and General Passenger Agent in 1879. 


—At the last meeting of the directors of the New York, 
Lake Erie & Western Railroad Co., the resignation of Vice- 
President Blanch»srd was formally occepted, and it was re- 
solved that, ‘‘in accepting the resignation by Mr. George R. 
Blanchard of the office of Vice-President of this company, 
this board regrets tbat he has severed his connection with 
the company; that they have contidence in his proved ability 
and integrity, and that they express their wish for his suc- 
cess and prosperity in any future business relations.” 


“—Mr. S. R. Callaway, now General Manager of the Union 
Pacific, and recently of the Chicago & Grand Trunk, has 
been presented witb the following testimonial : 

‘The undersigned, members of Division No. 33, Brother- 
hood of Locomotive Engineers, having heard with sincere 
regret of your retirement from the management of the 
Chicago & Grand Trunk Railway Co., desire to express 
their appreciation of the uniform courtesy and kindness 
toward all the employés of the road which bas marked your 
administration of its affairs, and to assure you of a grateful 
remembrance which will long outlast the official ties sund- 
ered. In the wider field of usefulness and enlarged duties 
to which you are called itis a pleasure to know that the 
same qualities of head and heart will continue to secure to 
you the high distinction you so well merit, and gain, we 
trust, a thousand other friends as warm as those you leave 
behind you.” 


—We announce with sincere regret the death of Mr. Wal- 
ter Raleigh Browne, an English engineer, who was a valued 
contributor to our pages. Mr. Browne died at Montreal, 
Sept. 4, of typhoid fever, while attending the meeting of 
the British Association. He was born in 1842, and was 
educated at Trinity College, Cambridge, taking high honors 
in both mathematics and classics. On leaving the Univer 
sity he embraced the profession of an engineer. On the com 
pl-tion of his apprenticeship he joined as a partner the 
Cookley Iron-works, near Kidderminster. After some years 
he left these works and commenced private practice in Lon- 
don. During this time and afterward he wrote a number of 
pamphlets and otber works on various scientific and literary 
subjects, and from this time to the date of hi. death he de- 
voted most of his spare time to literature and scientific 
research. He was for some years managing director of 
some railway plant works in the west of England, and trom 
1877 to 1883 was Secretary of the Institution of Mechanical 
Engineers. Early in the present year he again commenced 
business on his own account. Since that time he was very 
fully employed, and, from the nature of his work, was 
obliged to travel a great deal and frequently visit the Con- 
tinent. He was a member of the Institutions of Civil and 
Mechanical Engineers, and contributed several papers to 
both societies. Among his most recent works may be meo- 
tioned ‘*The Strength of Riveted Joints,” ** The Founda- 
tions of Mechanics,” *‘ The S'udent’s Mechanics,” and ‘-F uel 
and Water,” the last jointly with Prof. Schwackhofer. 
He also prepared and published a splendid translation of 
Clausius’ great work on thermo-dynamics. 

—Hon. Francis B. Hayes died at his residence in Lexing- 
ington, Mass., Sept. 20. The Boston Advertiser says of 
bim: ‘* Mr. Hayes was trained at Phillips Academy, Exeter, 
and afterwards at Harvard, where be graduated in the class 
of 1839. On leaving college he entered upon the study of 
law. He did much important work in connection with the 
Old Colony Railroad. and was a director in that corporation, 
and also in the Northern, the Concord, the Boston & 
Albany, the Boston & Maine, the Atlantic & Pacific, 
and the St. Louis & San Francisco railroads. Mr. 
Hayes has been a liberal giver to public and _pri- 
vate charities, and for educational purposes. In his native 
town he has taken a deep interest in the Berwick Academy, 
one of the oldest educational institutions in Mame. Through 
his efforts the present beautiful academy building, after the 
design of Mr. Upjohn, of New York, the architect of Grace 
and Trinity churches in that city, and the Central Church 
in Boston, was built. He founded for the academy a scholar- 
sbip to aid poor and deserving youth in obtaining a colle- 
giate education, and was also instrumental in procuring 
other scholarships for the same purpose. He was appointed 
by Mr. Chandler, the founder of the Chandler 4 ientific 
School of Dartmouth College, a visitor to that institution, 
the financial management of which has been intrusted 
to bim. The fund, which was originally $50,000, is now 
nearly $150,000 ; besides which various large sums have 
been expended from time to time in furtherance of the 
founder’s wishes. Mr. Hayes has also given generously to 
Phillips Academy in Exeter. In politics Mr. Hayes has 
been prominently identified with the Republican party. He 
was a member of the lower house in the islature of 1873, 
and of the Senate in 1874, where he was Chairman of the 





Committee on Mercantile Affairs. In 1880 he received the 
Republican nomination for Congress in what was then the 
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fourth district, but was defeated by Hon. L. Morse. He 
bad been ill but a comparatively short time, and at tbe 
time of his nomination for Congress in the fifth district, 
about 10 days ago, there was no reason to believe that 
he would be unable to take an active part in the cam- 
paign.” 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eight months ening 2s. 31: 


4 188%. Ine. or Dec. Pe 
Ches. & Ohio ... $2,383,6.9 $2,513,813 D $130,184 5.2 
Cin., Ind., St. L. & 
aS --. 1,637,725 1,600,225 D. 2.500 3.9 
Cin., N.O.&T.P. 1,662,341 1,626,963 I. 35,378 22 
Des VU. & Ft. D.. 214,121 198.428 I. 15,693 79 
Eliz., Lex. & B. 8, 481.200 455.893 IL. 25,307 5.6 
Houston, E. & W. ~ 
Miccée: 5 ancane 173,554 199.941 D 26,387 13.2 
Kan. City, Spr. & 
bina xavues .. _ ae eee ioe 
Kentucky Cent.. 566,738 528.725 I. 38,013 7.2 
Mexican Cent.... 1,842,265 1,254,780 I. 987,485 46.8 
Mil & Northern. 334,621 307.730 1. 26,891 8.8 
Nash.,(. & St. L. 1,550,846 1,514,116 IL. 36,730 2.4 
Pennsylvania .... 31,940.221 33,258,912 D. 1,318,681 4.0 
Net earnings... 11,654,670 12,153,987 D. 499,317 4.1 
Texas & St. L.... 532.747 dd sake ‘3% Sead 
Utah Central.... 6576/0 753,104 D. 95,484 12.7 
Seven months ending July 31 : 
Central Pacific. .. $12,272.164 $13,581,242 D.$1,309,178 9.7 
Net earnings... 3,206,003 4,675,194 D. 1,469,191 S14 
. Rock & Ft. 8.. 269.765 274,455 D. 4,690 1.7 
L. R.. M. R. & T.. 176,354 209,350 D. 2,996 15.8 
Louisiana West. . 248.124 294,707 D. 46,583 15.8 
Minn. & St. L ... 998,701 907,279 I. 91,422 101 
fex. & N. Orl’ns. 466,007 604,081 D. 138,074 228 
Union Pacific... 15,441,137 15,460,758 D. 2,019,621 1387 
Net earnings... 4,170,178 7,614,324 D. 2,444,146 32.1 
Month of July: 
Central Pacific... $1,832,244 $2,036,216 D. $203,972 10.0 
Net earnings... 556,788 653,168 D 380 14.6 
Gal, H.& San A nn  Sisnasear  “gabnaans ‘ 
Net earnings... en ~~ weesaee OO! Rete a 
L. Rock & Ft. S.. 32,820 31,518 I. 1,302 41 
L. &.,M. R. & T.. 24,190 23,875 I 315 13 
Louisiana West. . 20,323 52,488 D. 32,165 61.2 
Net earnings. . 1,264 Feo ie eT er haiti 
Minn. & St. L ... 155,483 110,071 1. 45.412 41.3 
Tex. & N. Orl’ns. €4,628 113,251. D 48,622 43.0 
Net earnings... 21,728 tah eees 0 ahead cone 
Union Pacific.... 2,388.343 2,491,035 D. 102,692 41 
Net earnings... 1,324,650 1,226,849 I. 97,801 79 
Month of August: 
Ches. & Ohio..... $351,484 $381,745 D. $30,261 7.4 
Cin., Ind., St. L & 

Dek) cthasbes 236,287 251,970 D. 15,683 6.2 
Cin., N.O. & T. P. 231,668 241,133 D. 9,465 3.9 
Des M. & Ft. D.. 34,452 36,795 D., 2,343 6.3 
Eliz., Lex. & B.S. 83,383 75,831 I. 7,552 10.0 
Houston, E. & W. 

a mores Ny 23,897 30,330 D. 6,433 21.4 
Kan. City, Spr. & 

| aers 104,198 eT ee ere * 
Kentucky Cen.. 92,976 102.164 D. 8.188 8.0 
Mexican Central. 240.000 157,701 IL. 82,299 52.1 
Nash.. C. & St. L. 218,190 216,658 L 1,522 0.7 

Net earnings... 102,599 111,314 D. 8.715 79 
Pennsylvania.... 4,617,894 775,380 D. 157,486 3.3 

Net earnings... 2,151,509 2,142,624 I. 8.885 04 
Utab Central. ... 93.980 93,586 IL. 394 0.4 

Second week in September : 
Chi. & East. Ill.. $37,308 $36.416 I. 92 2.4 
Louis. & Nash ... 257,915. 299,900 D. 41,985 14.0 
Mil. & Northern.. 9,623 9,600 L 93 09 
Roch. & Pitts.... 22.395 19,437 IL. 2,958 15.2 

Third week in September : 
Chi., Mil. & St. P. $519.000 $531,229 D. $12,229 23 
Chi. & Northwest. 516,200 606,300 D. 90,0 149 
Chi., St. P., M. & 

"<a es 121.800 122,400 D. 600 0.5 
Northern Pac.... 270,883 297,250 D. 26.367 8.8 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Orange Fast Freight Line. 
A new fast freight line to Soutbern points bas just been 
formed, which will be a direct competitor of the Green 
Line. It is called the Orange Line, and runs over the Cin- 
cinnati, Indianapolis, St. Louis & Chicago (Kankakee Line), 
the Kentucky Centraland the East Tennessee, Virginia & 
Georgia. It will take in all points in North Carolina, South 
Carolina, Alabama, Georgia, Florida and Tennessee. 

The Hoosac Tunnel Line. 
The Hoosac Tunnel (fast freight) line will continue its in- 
dependent existence by way of the West Shore, the Grand 
Trunk, and the Wabash, while the West Shore fast freight 
line will continue to run to and from Chicago via the Chicago 
& Grand Trunk. As a matter of economy, it has been decided 
to place these two lines under one management. 


Grain Movewent. 
for the week endirg Sept. 13, receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past nine years : 


North- -—Northwestern shipments .-— 

western P. c. Atlantic. 
Year receipts Total. By rail. Byrail. receipts. 
1876... .4.360,09 4,089,315 1.870 361 445 4,234,870 
NTE 500 6,655.4380 5,040,528 1,082,128 21.5 4.515.770 
i878. ....é 9,851,401 4.85 .847 994,1'8 20.5 6 095,590 
1879..... 6,573,503 6,107,358 1,299.32 21.3 6,956,954 
1880..... 7,'94,477 4.928.509 1,914,236 39.0 5,399,156 
1881. ....6,557,238 5,238,890 2.558,588 48.8 5,747,812 
1382.....5.897,365 5,0 4.840 2,144,813 42.8 5.45.9 2 
1883 9,019,993 7.228, (84 2.798.536 38.7 5 618,445 
1884 8,448,849 5,825,990 2,087,639 35.8 4.736,645 


Tbus the receipts of the Northwestern markets for the week 
this year, though 561,000 bushels less tuan last year, were 
larger than in the corresponding week of any previous 
year. They were also larger thanin any previous week of 
this year, except the second week of August. The increase 
over previous weeks is chiefly mm wheat, and that it was due 
to spring wheat is indicated by the fact that the receipts at 
Duluth were ro less than 712,351 bushels, which is more 
than for all the otber 10 weeks since June. The receipts at 
Milwaukee also were the largest of the season, though not 
very large. . 

The shipments of these markets for the week were 
1,493,000 bushels less than in the corresponding week of 
last year, and less also than in 1879, but larger than io ~~ 4 
other year. They were also larger than in any other w 
of this year, except that when navigation opened. The rail 
shipmen's were the smallest for four years, and a smaller 
proportion of the whole than in any other year of the nine 
except 1877, 1878 and 1879. The shipments down the Mis- 
sissippi were 208.720 bushels. 

The Atlantic receipts for the week were smaller than in 
the corresponding week of any preceding year since 1877. 
They were, however, 1,268, bushels more than in the 
previous week of this year, end Jarger than in any other 
week of the year except one The receipts were especially 





large at New York, which had 63.1 per cent. of the totel 
receipts, and more than in any other week since October of 








last year. Receipts were unusually large at Boston also, but 
small at Montreal and Baliimore. 

Exports from Atlantic ports for this week to Sept. 13, for 
five years, have been : 





1880. 1881. 1882. 1883. 1884. 

Flour, bbis..... 155,595 20,493 177.485 142,546 187.144 

Grain! bu. ......5,651,886 2,814.180 2,994,264 2,628.298 2 676.828 
Total, bu .. .6,352,063 2,946,583 3,792,946 3,269,758 3,518,976 


In grain there has been little change since 1880, but the 
exports of it are not half as great as in that year. The flour 
exports are larger than in any previous year. 


Coal. 


Coal tonnages for the week ending Sept. 13 are reported 
as below : 





1884. 1883. Inc. or Dee. P.c. 

.815,371 720.988 I. 94,383 13.1 

tas 86,707 173,40 A 13,307 7.6 
JORG 000.008 di Rectenees -. 56,432 61,426 Dd. 4,994 8.1 


The antbracite companies bave agreed upon a general 
stoppage cf mining during the week ending Oct. 4. It is re- 
ported that negotiations are in progress for an agreement 
under whicb the production of anthracite coal next year 
will be divided to each company in a fixed proportion; the 
total amount of the output to be regulated by current action 
of all the companies. his report has been denied, as being 
at least premature. It is not probable that the Pennsylvania 
Railroad Co. would enter into any such agreement, as it has 
always refused to join in any of the combinations made by 
the trade, claiming that its anthracite business is governed 
by different conditions from that of the other companies. 
Tbe reported agreement also gives the Reading 40 per cent. 
of the total tonnage, which is certainly more than the other 
companies would allow. : 

The blast furnace owners have protested against tie prices 
fixed by the Connellsville Coke Producers’ Association, 
claiming that they are too high in the present condition of 
the iron trade. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending Sept. 13 was: 





Coal. Coke. Total. 
I o hnckaicttni «de wseeuw intel 133,253 49,468 182,721 
OER I NOB ons Screven nos coves 65,803 72,767 
Weis SSnseacckectacios Sancta 199,056 56,432 255,488 


The total tonnage this vear to Sept. 13 was 9,225,768 tons, 
against 8,390,584 tons to the corresponding aate Jast year; 
an increase of 835,184 tons, or 9.95 per cent. 

Cumberland voal shipments for the week ending S -pt. 18 
were 64.510 tons; for the week ending Sept. 20 they 
were 66,822 tons, making the total to that date 2,018,902 
tons, against 1,797,183 tons to the corresponding date last 
year; un iucrease of 221,719 tons, or 12.3 per cent. 

Anthracite coal tonnage for Au .ust and the eight months 
ending Aug. 31 is given as follows by Mr. John H. Jones, 
the Official Accountant, the statement including the entire 
production of anthracite coal, excepting that consumed by 
employés, and for steam and heating purposes about the 
mine: 

-——-Eight months.--— 
884. 1883. 





é 1883. 3 
Phila, & Read....... 1,330,703 1,317,954 6,993,011 7.735.088 
Lehigh Va ley.. 663,844 "615612 3743209 3,962,082 


Del, Lack. & W.... 600412 557,487 3,283,347 





Del & Hud. Can. Co 418,587 361.281 2,1°3.086 %,171.705 
Pennsylvania R. R.. 317,315 266,533 2,059,173 1,716,111 
Penna. Coal Co...... 173,10L 167,685 874760 942.465 
N.Y.,LE &W..... 48448 38159 237.693 221°512 

Poteles. us « .++-3,552,410 3,324,711 19,314,279 19,951,165 


New Jersey Central tonnage is included in that of the 
Reading in both years. In addition to the tonnage credited 
to the Delaware & Hudson Canal Co. above, there were 
70.936 tons transported from mines by that company during 
Ane 1884, which is included in tonnage of other inter- 
ests. 

The increase in tonnage for the month was 227,699 tons, 
or 6.8 per cent.; the decrease for the sight months was 
636,886 tons, or 3.2 per cent., the Pennsylvania Railroad 
showing a large gain, the Lackawanna and the Erie small 
ones, and the remaining four companies showing decreases, 
tbat of the Reading being more marked than that of any of 
the others. 

The percentage of the total production carried by each 
company for the eight months was as follows : 


1884. 1883. Inc. or Dec. 
Philadelphia & Reading. ..... ... 36.2 38.8 D. 2.6 
PU 0 Rea 19.9 D. O05 
Delaware, Lackawanna & Westero. 17.0 16.0 i ae 
Delaware & Hudson Canal Co...... 11.0 10.9 66.3 
Pennsylvania Railroad............. 10.7 8.6 ‘ i & | 
Pennsylvania CoalCo .. ......... 4.5 4.7 D. 0.2 
N. Y., Lake Erie & Western... . 1.2 11 =. Of 
MIN Gat letesesccticscs tones 100.00 100.0 ; 


The stock of coalon hand at tidewater shipping points, 
Aug. 31, 1884, was 885,715 tons : on July 31, 1884, 672,267 
tons 5, Saeaae, 213,448 tons, or 31.8 per cent., during the 
month, 

The Coal Trade Journal makes the following remarks : 
‘Speaking of the effect of soft coal on the trade, the Pbila- 
delphia Press says: ‘Next year Mr. Vanderbilt’s system 
will ship 1,000,000 tons of coal, the Lehigh Vallev’s road into 
the Clearfield region willbe opened, and West Virginia and 
Virginia are making arrangements to deliver coal in large 

uantities at Newport News and Norfolk.’ Wait, wait. 1. 

r.V. will not do any such amount; no new concern ever grew 
atsuch a rate as this would indicate. 2. Lehigh Valley con- 
nection to Centre County (not Clearfield) is as perfect as it 
is liable to be, and the district bas sent out as much coal this 
year as it is likely todo next. It is a good thiug to have for 
the future, but not necessarily next year. 3. Newport 
News has been as actively engaged as trade is likely to de- 
mand, and Norfolk can wait for some time (until prices are 
higher) before she is a competitor with the more northern 


sources of soft coal supply.’ 


Cotton. 


Cotton movement for the week ending Sept. 19 is reported as 
follows, in bales: 









Interior markets: 1884. 1883. Inc. or Dee. P. c. 
Receipts ......... - 39,645 62,821 D. 23.126 36.7 
Shipments...... 35.805 46.631 D. 10,826 23.0 
rere 24,317 75,179 D. 50,862 67.8 

Seaports: 

Receipts. ......... « cos oe eee. 80,737 96,819 D. 16,082 16.5 

OEM. i dese ces Ohewh Sed voe¥e 18,884 37,433 D. 18,549 49.6 
Stock, Sept. 19.............2.. 157,899 280,304 D. 122,405 43.7 


Actual movement from plantations for the cotton year 
from Sept. 1 to Sept. 19 is estimated at 145,564 bales, 
against 220,498 bales last year, when the movement was 
unusually early. 


A New Pacific Railroad Pool. 
At Chicago, Sept, 18, Colonel H. C. Nutt, President and 
General Manager“of the Atlantic & Pacific, and J. C. Stubbs, 
Traffic Manager of the Central Pacific, met for the purpose 
of forming a far-western pool. They agreed to form a pool 
including freight traffic in the territory between the Pacific 
Coast and El! Paso, on the Southern Pacific; Albuquerque, 


on the Atlantic & Pacific, and Ogden, on the Central Pacific. 
The pool will begin operations Oct. 1, to continue indefi- 
nitely, and requiring 30 days’ notice to withdraw. They 
agreed that the Atlantic & Pacific should have 27 per cent 
of the business—the remaining 73 per cent. to be divided 
between the Southern and Central Pacific. 


Lumber Rates to Southwestern Points. 


At a meeting held in Chicago, Sept. 18, the Chicago, Bur- 
lington and Quincy road withdrew from the Southwestern 
lumber pool, and ‘the pool was dissolved. It was then de- 
cided to fix rates on lumber at 12 cents for 100 Ibs. from 
Chic»go to Missouri River points, a reduction of 6 cents. It 
is claimed that this action was necessary on account of the 
low rates made by the Northwestern lines. 


New Boston & St. Louis Train. 


The new sleeping-car service recently announced between 
Boston and St. Louis, by way of the Hoosac Tunnel route, the 
West Shore, the Great Western Division of the Grand 
Trunk, and the Wabash, will probably be established with 
the adoption of the winter time schedules, about Sept. 28. 
It will be remembered that last December the’ New York 
Central withdrew its sleeping cars from the Tunnel line. 
Since that time there has been no through service between 
Boston & St. Louis over the Fitchburg road, although a 
Chicago connection by way of the West Shore and the 
Grand Trunk was at once formed. The Fitcbburg Co. has 
desired from the first to retain its St. Louis line, but the 
West Shore has not felt justified hitherto in putting on the 
additional train required each way between New York and 
Suspsnsion Bridge. The Fitchburg, the Grand Trunk and 
the Wabash roads, and the Boston, Hoosac Tunnel & West- 
ern in part, already run the trains called for by this through 
service. ‘The line indicated is about 20 miles shorter than 
any other between Boston and St. Louis.—Boston Adver- 
tiser. 
Jewelers’ Sample Trunks as Baggage. 

The committee of the Chicago Railroad Association to which 
was referred the question of carrying jewelers’ sample 
trunks, often of great value, as baggage, baving presented 
its report, the Association approved the suggestions made and 
adopted the following : 

“* Resolved, That the lines covered by the Chicago Railroad 
Association refuse to accept as baggage jewelry, or gold and 
silver-ware sample trunks, or sample trunks containing pre- 
cious stones, but refer the owners of such trunks to the ex- 
press company; and, furthermore, that the public be noti- 
fied of this action through the press and at stations.’’ 


Southern Railway & Steamship Association. 


The official report of the Louisville meeting of the Execu- 
tive Committee shows that the question at issue between the 
East Teunessee and the Central, of Georgia, was referred to 
arbitration, the resolutions adopted being as follows: . 

‘** Resolved, That the question as to whether the business 
of the Western Railroad of Alabama, in partor in whole, is 
local to the “entral and Georgia Railroads or not ; and the 
question as to whether the business of the Atlanta & West 

oint Railroad, in part or in whole, is local to the Central 
and Georgia Railroads or not, is hereby submitied to 
arbitration. 

‘Resolved, That the question of division of cotton at 
Atlanta and Macon, and the cotton business of the Atlanta 
& West Point Railroad, and the Western Railroad of Ala- 
bama, if decided not to be properly local of the Central aud 
Georgia railroads, be submitted to arbitration.” 

The Secretary of the Board of Arbitration gave notice that 
the first arguments upon the foregoing questions referred to 
arbitration, should be sent to his office on or before Sept. 23, 
1884. At least 50 copies to be sent to him. 

The question of pooling interior merchandise business from 
Eastern points was brought up, and the following resolutions 
adopted : 

**Resolved, That the interior merchandiss business east of 
a line drawn through Pittsburgh, Parkersburg and Buffalo, 
to all Southern pool points, be reported to the General Com- 
missioner and pooled upon the same percentages as business 


from Eastern cities, said pool to take effect from Sept. 1, | afterwards as to the terms of the contract, 


1884. 
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not to amend the law so as to give the right of appeal, but 
to make that appeal more easily attained and more readily 
determined. The Commissioners do not hesitate to say that 
justice and the dignity of the state demand that the rates 
and rulings made by the Commission must stand operative 
and effective until set aside by the courts of the state. 
Neither the law of Georgia nor the acts of her Commission 
have ever infringed on the powers of Congress under the 
constitution of the United States, nor have the rights of the 
people of any other state been impaired by the law or the 
Commission of Georgia. Any citizen of the United States, 
whenever he enters the state of Georgia, is entitled _to all 
the rights and privileges and immunities of the citizen of 
the state except in the right of suffrage.” 


Service of Legal Process upon a Railroad Com- 
pany. 


The following is the full text of an opinion just delivered 
by Judge Brewer in the United States Circuit Court. I's 
importance is great for the rules making service upon an 
agent service upon the company, and therefore it will be of 
much interest to all railroad men: Block vs. Atchison. The 
Court (Judge Brewer): ‘ I have well-settled convictions in 
reference to the matter, because I have had this question of 
service on foreign corporations before me in two or three 
districts. True, it was presented in different phases ; but I 
have had occasion to fully examine the question. In Kansas 
we have a statute that authorizes service upon railroad cor- 
porations by delivering process to an agent who sells tickets, 
and in one case I had before me, service was attempted to be 
made on the Chicago, Burlington & Quincy Railroad Co. 
by serving an agent of the Kansas City, St. Joe & 
Council Bluffs Ruilroad, on the claim that he was in 
the babit of selling coupon tickets over the Chicago, Bur- 
lington & Quincy Railroad, and therefore as he had been 
doing that several years, and those tickets had been recog- 
nized by the Chicago, Burlington & Quincy Railroad, be 
was the agent of that road to sell tickets I set aside that 
service, because I thought the act extended only to agents 
who were direct agents, and he was a mere sub-agent, and 
only authorized to receive service as the agent of the St. Joe 
& Council Bluffs Railroad, the corporation by which he was 
directly employed, and to which alone he accounted. There 
is a case later than those spoken of by counsel, which, if 
my memory serves me right, went to the Supreme Court of 
the United States from Michigan, where under the statute 
authorizing service on the president or chief officer of acor- 
poration, service was made on some chief officer of an 
Eastern corporation who was simply. passing through the 
state; and whatever court decided it, it was held that the 
corporation was not found in the state unless it had an office 
there for the transaction of business in the state, and that 
the mere temporary traveling of an officer through the state 
did not locate the corporation there. That applies to the 
case which was decided by the Court this morning, where 
service was bad on a traveling salesman, who, for all the 
return disclosed, was merely traveling through the state, and 
therefore was not a sufficient service. 

‘But in this case, this corporation defendant has estab- 
lished a business office bere, and has an agency. It does 
not run its railroads here, carry passengers, or transport 
freight within this district, but it bas an office here for the 
purpose of soliciting business, and has an agent here—not a 
sub-avent—but a direct agent, employed for the purpose of 
furthering the transportation business of the corporation in 
the states where its road runs; the same as various manu- 
facturing and insurance corporations have offices estab- 
lished in different cities for the purpose of extending their 
business; and wherever they huve an office established, an 
agency iscreated. It seems to me, that within the purview 
of this statute, the corporation is found wherever such an 
office and agency is established. 

‘In this particular case it is perhaps a bardship in bring- 
ing the suit here, since the cause of action arose, the injury 
was done, in the state of Kansas; yet, on the other band, if a 
contract was made here by their agent there would be, 
under some circumstances, very just ground for saying that 
this was the place for litigating any question arising there- 
under. If freight had been transported and a dispute arose 
here would be 
the place where it was made, here would he the place where 


“Resolved, That the question of territorial divisions be-| the rates of freight were proposed and accepted, and there 


tween Eastern and Western lines, and also the question of 
dividing interior business, be referred to the Rate Com- 
mittee, and that said committee be instructed to regard the 





might be great propriety in having the litigation here So 
where an insurance corporation of some eastern state enters 
into an insurance contract here, uny litigation in case of loss 


resolution pooling interior business as only temporary, and {ought to be had here, and the insured ought not to be 
to remain in force only until some better plan for pooling | compelled to go to the state where the corporation exists 


and division of territory may be devised and submitted to | for the purpose of establishing his demands. 


the Executive Committee.” 

The decision of the Arbitrators on the question of a reduc- 
tion of differentials on cotton between Norfolk and Balti- 
more from 11 to 9 cents is as follows: 

‘This case came before the Board at Luuisville, on Sept. 
4, 1884, and has had careful consideration. In the opinion 
of the Board it is not advisable to alter this differential. The 
reductiun would be inevitably followed by a demand, with 
equal force, for a corresponding change at other ports, and 
the position of Baitimore as to these ports would be relatively 
unaltered. 

“The marked increase in cotton receipts at Baltimore, as 
shown by the report of the Baltimore Committee of the 
Cotton Trade, furnishes abundant proof that the present dif- 
fereniial is not hurtful to that port. The business of each 
of these two ports—Norfolk and Baltimore—bas increased in 
almost exactly the same rati», as shown by the respective 
receipts in the five yearsending 1883 There is, therefore, 
no reason sufficiently forcible to authorize a reduction of 
this differential—a reduction which would surely disturb 
the present rates to other ports. 

**The Board decides that the present differential between 
Baltimore and Norfolk of 11 cents, remain in force.” 








RAILROAD LAW. 


Right of Appeal from Decisions of the Georgia 

Railroad Commission. 1 
Ths Atlanta Constitution says: 

** There seems to be some misunderstanding in regard to the 
position which the Commissioners hold concerning the pro- 
posed amendment giviog the right of appeal from their 
decisions. The Commissioners merely reaffirm what they 
recommended in their semi-annual report of 1881, namely: 
That the railroads and the people should have a more easy 
mode of review of the action of the Commission, but suggest 
very strongly that such appeals be acted upon at once and 
that if no decision is reached within 30 days, the rulings 
of the Commission go in effect and suo: stand until set aside 
by the courts. 

‘* The Commissioners believe that this right of appeal has 
always existed, and that if there was anything in the law 
of 1879, creating a Railroad Commission, which denied the 
right of appea! to either party, first to the Commissioners 
themselves, and then to the courts, the litigation already 
had in the Tilley case and also in the Georgia Railroad & 
Banking Co. suit, such unwise denial of that right would 








have been discovered. Their recommendation, therefore, is 








A very wise 


line of demarcation might be that, where a suit is 
brought against a corporation outside of the state 
where it exists in tbe first instance, the litigation 


should be limited to such contracts as are made at the place 
where the suit is commenced. But, as the statute now is, 
if the corporation is found here for the purposes of any suit, 
itis found for the purposes of all suits. It seems to me 
within the purview of the statute that wherever a railroad 
corporation has established an agency, where it has an 
office, an agent directly employed by it for the transaction 
of its business (and that is not limited to the mere business 
of running its road, carrying freight and passengers, but 
includes any transactions or contracts with the view of in- 
creasing or furthering such regular business). in such a case 
it is found within the district. I do not think the section 
referred to by counsel as to the jurisdiction of the Circuit 
Court in a state in which there are two districts has any ap- 
plication to this case, for here the defendant is a corpora- 
tion of another state, and therefore not any more a resident 
of une than the other district in this state. The plea to the 
jurisdiction will be overruled.”—St. Louis Republican, 








OLD AND NEW ROADS. 





Annapolis & Elkridge.—The Attorney General of 
Maryland has filed a bill in equity to enjoin the sale of this 
road under foreclosure. The courts having decided that 
the lien of the bonds on the road was superior to that of the 
state, the present bill is filed to ascertain whether the bonds 
were legally issued, and whether they were properly dis- 
posed of. It is claimed that some of them were issued to 
the Baltimore & Drum Point Co. without consideration. 


Anniston & Chattanooga.—Surveys have now been 
begun for this projected road, which is to run from Annis- 
ton, Ala., northward to Attalla, there making connection 
with the Alabama Great Southern for Chattanooga. The 
ownership of the branch line from Gadsden to Attalla, 
which is to be used as part of the new road, is now somewhat 
in doubt. It was built by the East Alabama Railroad Co., 
but is now claimed ty Mr. Hugh Carlisle in virtue of certain 
judgments against that company which he holds, , 


Asheville & Spartanburg.—Arrangements have about 
been completed for the extension of this road from its 
present terminus at Hendersonville, N, C.,to Asheville. The 
distance is about 20 miles, and the road was graded. nearly 
12 years ago. Between these two points it follows the valley 
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of the French Broad River, and there is litfle or no difficult 
work. 

Baltimore & Ohio.—On the new line to Philadelphia, 
the Sure on the bridge sce tee Susquehanna is progress- 
ing very rapidly. The Havre-de-Grace Republican says the 
general condition of the caisson and pier work is about as 
follows: 

Pier No. 1 is an abutment on the Hartford shore, not yet 
commenced, ’ 

No. 2.—The caisson is completed and the pier finished, 
except the coping. : 

No. 3 —The.caisson is sunk to bed rock, and the work of 
filling in the concrete in progress. 7 

No. 4.—The caisson is in process of sinking, and is nearly 
down to the river bottom. 

No. 5—(The Robinson pier)—Is about finished, and ready 
for the coping. : ‘ 

Nos. 6 and 7 are piers on the island. No. 6 is ready for the 
coping. No. 7 is entirely finished. 

No. 8—The caisson is completed, and the machinery will 
be removed to-day. 

No. 9—The caisson is on the bottom of the river and 
located, and the.sinking. through 35 ft. of earth to bed-rock, 
will commence immediately... . 

wt is a shaft of masonry on the Cecil shore, com- 

lete 
4 Nos. 2, 8,6 and 7 will be about 35 ft. high above mean 
low. water. : 

Nos. 1, 4, 5, 8, 9 and 10 will be 90 ft. 8 in. above mean 
low water. 

In connection. with the sinking of No. 8 caisson there was 
a wonderful achievement in ougingerin skill,, which is thus 
described by a gentleman familiar with the work: A cais- 
son bearing a load of concrete and masonry, and weighing, 
with its load, 6,600 tons, had been sunk as a foundation for. 
pier No. 8 of the new bridge across the Susquehanna at this 
point, nearly to bed-rock. ings were taken from 
time to time to ascertain when the m was ap 
proaching the rock, which was inclined so much _ that 
there was a difference in level in its surface of 12 ft. 
within the limits of the. space covered, by .the caisson. 
Notwithstanding this precaution, the caisson sank to within 
two inches of a high point in the rock, which had not been 
discovered. This high part of the rock was blasted off to a 
depth of 2 ft, The whole caieee, with its enormous load, 
was held in suspension by the air pressure in the air.cham- 
ber, the friction on its sides, at by blocking, which was 
carried up from the bed-rock to the caisson, until concrete 
could be p down into the working chamber, sufficient 
to build up.a support from the bed-rock to hold it. 

This particular task was 80 a: oa by the 
contractors and engineers of the work that there was not a 
single inch of settlement of the caisson. during the, whole op- 
eration. The 12 ft. of earth bave been removed and re- 
placed by concrete and the working chamber of the caisson 
nearly filled. All danger is pest, and the foundation of the 
pier will be completed by Friday of this week. 


Burlington, Cedar Rapids & Nurthern.—On this 
eompany’s Dakota Extension tracklaying 1s ing 
well from Lake Park, Ia., northward towards Pi estone, 
Minn:, and from Pipestone the rails are now. down for 21 
miles» northwest. Work on the grading is progressing 
ra =2 * at several points, : 

Bn e extension of the Milwaukee Division the grading 
has been nearly all completed from the old terminus at 
Postville, Ia., northwest to Decorah, 23 miles, and the rails 
are ama down for 8 miles, with work advancing 
steadily. 

The lnaconiition gap of 48 miles between Elmira, Ia., and 
Noel.on the Clinton Division is now being closed up. Much 
of the grading bas been done, and the tracklayers are at 
work from Elmira eastward, having already 10 miles com- 
pleted. This division will give the company a new connec- 
tion for Chicago busivess, 

The Forest City Branch is now comms to Madison in 
Winnebago County, Ia., 8 miles hey: the late terminus at 
Garner, and 41 miles northward from the main line at Duws. 


California .Southern.—The ription of $183,000 
for repairing this road has been filled. Work has been go- 
ing on slowly for some time, and it will now be pushed more 
rapidly. 

Central Pactie —Tenconpenys statement for July 
and the seven montbs ending July 31 is as follows : 








-July———_—. ——Seven weeks—— 
Earnings ..... $1897 344 $2,030,216 $12,272,164 $13 581,342 
Expenses...... 1.275.456 1,383,048 9,066,161 8,906,148 
pet earnings $556,788 $053,168 $3,206,003 $4,675,194 
expenses.... 69.6 68 73.9 65.6 


The decrease in gross earnings for the seven. months was 
$1,309,178, or 9.6 per cent., while the increase. in expenses 
was $160,013, or. 1.8 per. cent., the regult being a decrease 
of $1,469,191, or 31.4 per cent., in net earnings.. Expenses 
were largely increased, by repairs to damages caused by 
high water and heavy rains. 

Chicago, Burlington & Kansas City.—The track on 
the extension of this road is now laid to Bogard, in Carroll 
County, Mo., 15 miles beyond the last point noted and 21 
miles southward from the old terminus at Sumner. Work 
is progressing steadily. — 


Chicago, Milwaukee & St. Paui.—This company 


has executed a mortgage to.secure.a new issue of $5,000,000 
bonds at 5 per cent. interest, payable in 1914. The explana- 
tion is that the bonds are issued i 


ed. rehage the Chicago & 
Evanston road, and .to improve. f be nal facilities. at 
Chicago and Milwaukee, on,w} ich the mortgage will have a 
lien. The Chicago & Evanston road was projected some- 
thing over twenty years ago. It..was, to ruv through the 
pee town of Chicago to Evanston, a suburb of Chi 
about 12 miles from tbe city. The Chicago & Evanston’s 
franchises were megioneg- ene a few years ago, when it be- 
came evident that it offered ingress to Ch from the 
West-and Northwest, similar to that afforded by the Chi 
& Western Indiana on the east. A syndicate of the St. 
Paul people purchased the franchise a year and now 
the St. Paui Co. is to buy it from this syndicate of directors. 


Chicago, Rock Island & Pacific.—It is announced 
ars 4 eres ai promating the const f about 

nds... The company is promoting the construc uu 
120 miles of under,a charter obtained bat vy name 
of the Wisconsin, Minnesota & Pacific, extending from 
Minneapolis westward to a j 
built northward by the Burlingto 
ern Co. From. the junction the line will be exten 
jointly by the two comes to a.connection. with, 
the Northern Pacific. ,For.the construction. of th 
line en a gihain desaana to ne B 
$20, r mile—$15, construction 65,000 
equighseat-ia the. name. of. the ..W; Minnesota 
Pacific Railroad Go., to bear, 6 per. cent. interest. -Phesa 
bonds are received by: the Rock Co, in. for. 
5 per cent. bonds of the latter. are with 
the United States Trust Co. The 6 per cent. bonds have 50 


Cedar Rapids & North- 


interest. unless the new line should 


* a cable dispatch to 


Icago, | 


of new 5 per cent, | co 


_janction with the line being 
0 

‘ ded | ft., and it will be 46 ft.. wide and40 

is | train loads of ore can 


years to ruv, and the 1 per cent. difference in interest is to 
used as a sinking fuad for the retirement of the mort- 
gage. The new issues will be known as collateral ex- 
tension bonds, The issue wilt increase the funded debt of 
Rock Island about $6,000,000, but prill not add to its annual 
to earn interest upon 
the bonds, 


Columbus & Cincinnati Midland.—Track on this 
road is now laid to Wilmington, O., 15 miles beyond the last 
point noted, and 60 miles southwest from the z point 
at Columbus. Only 11 miles remain to be laid to complete 
the road to the junction with the Cincinnati, Washington & 
Baltimore at Clinton Valley. The road is controlled by the 
Baltimore & Ohio, and will complete its new line between 
Pittsburgh and Cincinnati. 


Crookston Southwestern.—This company has filed 
articles of incorporation to build a railroad from Crookston, 
Minn., toa point on the Red River near Moorhead. The 
capital stock is $2,000,000. 


East & West, of Alabama.—It is, understood that 
this company has decided to extend its road from its presevt 
terminus at Broken Arrow, Ala., to Birmingham. The 
distance is about 35 miles, but the route to be adopted has 
not yet been derided. The extension will open a new muar- 
ket for the coal from the Broken Arrow mines, 


Florida Railway & Navigation Co.—This company s 
Southern Division is now cumpleted to Panasofkee, Fla., on 
the lake of the same name, 9 miles southward from the late 
terminus at Wildwood, and 85 miles from the junction with 
the Central Division at Waldo. 


Grand Trunk.—The.car repair shops at London East, 
Ont., were destroyed by fire Sept. 21, with 2 sleeping 3 
passenger, 5 caboose and .28 freight cars, which were under 
repair.. The engine-house, store-room and blacksmith shop 
were saved, but. a large. quantity of seasoned lumber and 
other material was destroyed. The loss is estimated at about 
#150,000, and is partly covered by insurance. . 

e Toronto Globe from London says: 
> half-yearly. meeting of the shareholders of the 
Grand Trunk Railway was held. on Wednesday in the office 
of that company .. The 
was.declared iv full, but.onthe second preferred stock the 
dividend was passed, only £500 remaining after that on the 
first was met. The net loss on the half-yearly receipts was 
£49,000. 


Iron, —The second-mortgage bondbolders of the Iren Di- 
vision of the Toledo, Cincinnati & St. Louis, which was re- 
cently reorganized as the Iron Railroad Co., sometime ago 
appointed a committee to enforce their rights against: the 
first-mortgage bondholders, who organized the line in their 
own interest, cutting off all the junior securities, The com- 
mittee’s investigations have led them to the conclusion that 
ever since the second mortgage was placed upon the prop- 
erty the road has earned an. excess over its fixed charges 
which is sufficient to pay from 2 to 4 per cent. on the sec- 
ond-mortgage bonds, which are income bunds. Tbe com- 
mittee recommend the owners of the bonds not to submit 
and report that they have retained counsel and commenced 
proceedings in equity in the United States Circnit Court to 
enforce their rights and to secure some representation in the 
new company. The second-mortgage bondholders are asked 
to sign an agreement to pay an assessment sufficient to meet 
the legal costs of the suit. — 


Jacksonville, St, Augustine & Halifax River.— 
This. company has arranged with the Atlantic Coast Steam- 
ship Co. for the running of asteamer between St. Augustine, 
Fla., and Smyrna on the Halifax coast. In connection with the 
railroad this gives a new line betwecn Jacksonville and the 
Halifax and Indian River country. 


Louisville & Nashville.—It is now stated that the 
foreign stockholders object to the proposed issue of preferred 


stock, and there are. also some doubts as to its legality. Is. 


is. therefore proposed to issue the $5,000,000 common stock 
in the treasury, instead of new preferred stock, and to offer 
the new issue of bonds at a somewhat lower pric. The 
board has discussed this change, but bas not yet acted. , 


Louisville, New Orleans & Texas,—This company 
has let a contract to Messrs. Dunavant & Kelly, of Memphis, 
Tenn., for the construction of a.-branch from Leland, Miss., 
to a point on the Mississippi River, opposite Arkansas City. 
The branch will be about 22 miles long, and its object is. to 
make connection with the Little Roc Sierysipyt River & 
Texas road, which has its terminus at Arkansas. ity. 

It is said that, a branch will be built from. this branch, at 
a point about four miles west of the junction with the main 
line, to Greenville, and through that place to LaFayette and 
Lake Washington, The contracts for this branch will soon 
be awarded. The city of Greenville and the county of 
Washington have voted $150,000 bonds in aid of this 
branch. ; 

The company has let a contract to the Baremore shi 
yard, in. Louisville, Ky., for the building of a large an 
complete transfer boat, to run across the ppi at Ar- 
kansas City. The boat. is to be completed by Jan. 1 next, 
and is to have a capacity of 12 loaded box cars. 


Maine Central.—This ow gs has. bought a controll- 
ing interest in the Portland. ngor, Desert.. & 
Machias Steamboat Co.,.whose lines enter into direct. compe- 
tition with its new Mt. Desert Branch for passenger and 
freight traffic. The boats will not. be withdrawn, but will 
be run in connection with the railroad. 


''Memphis, Selma & Brunswick.—Negotiations are 
pendivg for the sale of $310,000 in certificates which Re- 
ceiver Biro has been authorized to issue. The completion uf 
the line from Memphis to Holly Springs, Miss., depends upon 
the result of these negotiations. 

Meriden & Cromwell.—Track is now all laid on this 
rosd, from the Connecticut River at Cromwell, Conn., west- 
ward to Meriden, 13 miles. It will be opened for business 
as soon as the ballasting is finished. 


Milwaukee, Lake Shore & Western.—A dispatch 
from Milwaukee, Sept. 24, says: ‘Sealed pneponsle were 
opened atte geoeral ofios f the Milwaukee, Lake Shore 


ee: the lakes, but the largest ore 
dock in the world. its axtzeme lenges over oll will bo 1.400 
ft, . 


234 pockets, with a capacity 
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dividend on the first preferred stock }- 


| 12.6 per cent., in gross earnings and of $288,072, or 





and wil] continue through the winter, and employment wil | 


be given to a large force of meu.” 


Nashville, Chattanooga. & St. Louis.—This. com . 


pany’s statement tor August and the two months of its fiscal 
year from July 1 to Aug. 31 is as follows: 








———A 
1884. 1883. 1884. 1883. » 
Earnings. ............... $718,190 $216,658 $405.664 $412.126 
Expenses ........... oe 116,601 105,514 224,193 204.076 
Net earnings....... -. $102,599 $911,344 $181,471 $208.050 
Interest and taxes....... the >, caererben 114,32% 110,571 
PRUNES Le ee) baer ee $87,143 $97,479 


This shows for the two months a decrease of $6.462, or 1.5 
per cent., in gross earnings ; a decrease of $26,579, or. 12.8 
per cent., in net earnings, and a decrease of $30,381, or 31.1 
per cent., in the surplus. — 


Nashville & Florence.—This road is now completed to 
Loretta, Tenn., 15 miles southward from the late terminus 
at Lawrenceburg, and 50 miles from the junction with the 
Louisville & Nashville near Columbia. The road-bed is 
nearly all graded for the 7 miles from Loretta south to the 
Alabama line. 


Nantasket Beach.—On spolication of the people of 
Hull, the Massachusetts Railroad Commissioners have 
recommended this company to run at least one train a day 
during the winter months. Heretofore the road has been 
run only in summer. The Commissioners recommend the 
use of a combination engine and car or dummy which can 
be very cheaply run and will accommodate the residents 
along the line.. It is possible, however, that the company 
may avoid this reeommendatiun, as an order of court issued 
some time ago enjoins the company from running trains 
uulesscertain right of way claims are paid the close of 
the present.month. By delayiug payment until spring, the 
company would have the support of the court in its refusal 
to run trains during the winter. 


New Haven & Derby.— This company has asked the 
city of New Haven, Conn., to fund its claim of $220,000 
against the road (which is for money advanced to pay in- 
terest on bonds guaranteed by the city), the company to es- 
tablish a sinking fund sufficient to pay off the debt within a 
period to be agreed on by the parties. 


New York & Boston Inland.—An attempt is being 
made to revive this project for an air live road between 
New York and Boston, but without much prospect of suc- 
cess at present. 


New York, Ontario & Western.—The following 


statement for the three months from May 1 to July 31 is 
publisbed in London : 


GS cvcdhsn de cetsusdecasdeck bebbessciseede J 
Expenses (89.6 per cent.).... © 66.6.0 ceceeeceeee ceeeeeee 431,435 
DE RR ciciesic piesés. contestnontsBinssssooees $50,201 


The gross earnings do not include $34,377 received and 

paid over to the New York, West Shore & Buffalo as its 
proportion of earnings on road operated jointly... The total 
mileage coverrd by the statement (including leased lines) is 
370 miles. For the month of August the gross earnings are 
cotienntee at $200,000, including West Shore proportion on 
joint line. 
; The repa r shops at Norwich, N. Y., are to be closed, and 
ihe work ‘heretofore done at those shops removed to the 
shops at Middletown and Oswego, where it can be more 
economically done. 


New York, West Shore & Buffalo.—In the United 
States Circuit Courtin Trenton, N. J., last week, leave was 
granted to the Pintsch Gas Lighting Co. to bring suit to 
recover claims against this company for gas works, and 
other fixtures furnished. 


Northern (New Hampshire).—A petition has been 
presented to the board by Mr, S. K. Dow and a number of 
other stockholders, asking for a distribution of the com- 
pany’s surplus. The petition asks that the board convert 
vals supren dnesey is now chiefly invested in stock of the 
Co road Co.,in shares of the Northern Co, and 
in stock aad bonds of the Concord & Claremont Co.) be con- 
verted into cash, and that this cash be divided among the 
stockholders. The board has as yet taken. no. action upon 
this petition. .It is thought. probable, however, that some 
distribution will be made, but it will most wely be only a 
partial one, as some of the securities heid by the compan 
cannot readily be converted into cash except at considerable 
loss. 


Northern Pacific.—The track of the Wisconsin Division. 


is completed to. the Brule River, 25. miles east. of the late 
terminvus at Superior City, Wis., and 49 miles from the 
junction :with the mainline. There are now 600 men work- 
ing on the ing between that point and Ashland. Con- 
tractors will finish the work before the. first of next year. 
The distance from Superior to Ashland by the road will be 
65 miles. The contractors have orders to push the work as 
fast as possible, but the ee through which it runsisa 
very rough one, and the work is necessarily slow. Tbe con- 
tract for the bridge across the St. Louis River has been let. 


Ohio & pitosiastpyt._The following circular to the 
stockbolders has been issued by parties opposed to the pres- 
ent management of the company : 

“The annual meeting of your company. at which three 
new directors will be elected, occurs Oct. 9. The Baltimore 
& Ohio Co., as bondholders and minority stockholders, will 
seek to control the election, and continue to operate your 
road in the interest of the Baltimore & Obio. You can ill 
afford to have your road play ‘second fiddle’ to this corpo- 
ration any longer, and the effort of the English stockholders 
to secure a change of management 1s worthy of Pd hearty 
co-operation. Your , running between cities of 
Cincinnati, Louisville, St. Louis and Springfield, with its 
valuable terminal facilities, has the light bon led indebted- 
ness of $26,000 per mile, after all the consolidated bonds 
recently authorized are issued. Under these conditions your 
stock should be of much greater value than its present price 
would indicate. 

“ The ’s present management, while improving the 
bond rs’ security, — nts head copmemngee 7 nape 
of minor KK rtyy opportunity now offers for you 
to.correct all this by sendiug your proxies to Messrs, Blake 
Brothers & Co., or, what is still better, by visiting Cincin- 
nati and attending the meeting in person.” 

n Improvement Co.—This company’s statement 


oO 
for July and the eight months of its fiscal year from Dec, 1 
to July 31: 








July.——+—.  ——Eight months.——, 

Karp S.saGiL- $s0R 706. $2210175  goss7ea0 
== ial celt 252,140 1,740,971 1,774,355 
Net earnings. ..$62,753 $151,656 $475,204 $763,276 
This shows for the eight. months a decrease of $321,456, or 


37.7 
per cent., in net earnings. 
The Boston Herald says: ‘*The company has borrowed 


_———. -—Two monchs.~, '- 
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the funds in Seattle and San Francisco, and entered upon 
the completion of its Cedar River Extension, whicb it bopes 
to complete into the Green River coal-fields by Jan. 1. It 
will be a narrow-geuge track on a standard-gauge road-bed. 
It was intended to have it a standard-gauge track, and nine 
miles were built that way. The nine miles will be relaid 
narrow, and thecars can be run directly from the mines 
into Seattle. The coal in the Green River fields is pro- 
nounced as good as the Vancouver Island coal, wbicn is im- 

rted into San Francisco, and which the Improvement Co. 
on had to purchase in order to maintain its supremacy in 
the San Francisco market. It will supply the demand for 
high-grade coal from the Green River fields, and have the 
advantage of a duty of 75 cents over the miners of foreign 
coal. The Newcastle coal mined by the Improvement Co. 
is of very. ordinary quality.” 


Oregon Railway & Navigation Co.—On this com- 
pany’s Baker City Branch the track is now reported down to 
a point 22 miles east of Buker City, Oregon, and 380 miles 
from Portland, leaving ovly about 25 miles to lay to reach 
et Ng where connection will be made with the Oregon 
Short Line. 


Ottumwa, Cedar Falls & St. Paul.—This road is 
now completed to Muchachinock, la., 6214 miles southward 
from the junction with the Chicago & Northwestern at 
Belle Plain. Regular trains will be put on about Oct. 1. 
The line has been built in a substantial manner, as it is ex- 
pected to do a heavy coal business, It is owned by the Chi- 
eago & Northwestern Co., and has been built to give that 
road a connection with the coal fields about Muchachinock. 


Pennsylvania.—The new Schuylkill Valley Line was 
opened for business Sept. 22 between Phoenixville and Potts- 
town. The track bas reached Reading and the road will be 
opened to that city as soon as the bridges are completed. 

This company’s statement for August shows for that 
montb, as compared with August, 1884, on all lines east of 
Pittsburgh and Erie : 


A decrease in gross earnings of ... .................55 $157.486 
A decrease in expenses of........... Pee a Ree ee 166,371 
ES a EE A RAIL AE SE AREY $8 885 


For the eight months ending Aug. 31, as compared with 
the corresponding period of last year, the same lines show : 


A decrease in gross earnings Of .........  ...---..+. $1,318.681 
A decrease in expenses Of...........20.. cccecececsees 819,364 
i I as wa 5 ilhs atte WERE whan 5 6 sine ending $499,317 


Carrying out these differences, the following statement 
is found : 











Au: ust; 1884, 1883. Ine. or Dec. P.c. 
Fari..mgs.........+0- $4.617.894 $4,775,380 D. $157.486 3.3 
Expembes...... ..+.. 2,466,385 2,632;758 D. 166,371 6.3 

Net earnings..... $2,151,509 $2,142,624 I. $8,885 0.4 
Per cent. of exps... 53.4 55.1 D. hy ae 

Eight months: 

Earnings .......... $31,940,231 $33,258,912 D. $1,318,681 4.0 
Expenses....... .. 20,285 561 21,104,925 D. 819,364 3.9 


Net earnings... . $11,654,670 $12,153,987 D. $499,317 
Per cent. of exps.. 63.4 63.5 D. G2 's.. 
All lines west of Pittsburgh and Erie for the eight months 
of 1884 show a deficiency in meeting all liabilities of 
$702,368, being a decrease of $1,274,897 as compared with 


the sume pericd of last year. 


Philadelphia & Atlantic City.—This company has 
executed a mortgage to the Fidelity Trust Co., of Philadel- 
pbia, as trustee, to secure an issue of $1,200,000 in new 20- 
year six per cent, bonds, to date from July 1, 1884. These 
bonds will be used to pay for the expense of rebuilding the 
road and changing it to standard gauge. 
controlled by the Philadelpbia & Reading. 


Philadelphia & Reading.—Contracts have been let 
for a loop or connecting link between this company’s line at 
the south end of the Mabanoy Tunnel and the New Jersey 
Central ine at Tamanend. Pa. The line will be only 31¢ 
miles long but it will shorten very much the distance 
between the Schuylkill coal region and New Yurk, the 
Reading line having been constructed entirely with refer- 
ence to Philadelphia shipm: nts. The line will be built by 
the Lehigh Coal & Navigation Co. and included in the 
lease of its railroad properties to the Reading. 

The Receivers are ncw redeeming the notes isued' by the 
company in May last for materials and supplies by paying 
30 per cent. in cash, 30 per cent in a new note at four 
months, and 40 per cent. in receiver’s certificates. 


Pittsburgh, Fort Wayne & Chicago.—A dispatch 
from Pittsburgh, Sept. 19, says: ‘‘ Judge Ewing gave a de- 
cision this morning in the injunction suit between the Penn- 
sylvania Co and the Fort Wayneroad. It is regarded as a 
victory for the latter corporation. .The Pennsylvania Co. 
and the Pennsylvania Railroad Co. asked an injunction 
restraining. the Pittsburgh, Fort Wayne & Chicago Railroad 
from collecting for rent any aoe Sag upon the lease up 
to Oct. 1. This amounted to $350,000. The lessees claimed 
as a reason for the injunction that the Pittsburgh, Fort 
Wayne & Chicago Railroad owed them fu!ly the amount 
due ior rent, for improvements and betterments upon 
railroad, These improvements, according to the articles of 
agreement between the two corporations, were to be 
paid for in the stock of the road, better known as better- 
ment stock. Judge Ewing declines to enjoin the Pitts- 
burgh & Fort Wayne from ‘collecting the moneys due 
them, and gives his reasons as follows: ‘It may be 
granted that in tbis preliminary contention the weight of 
the evidence is in favor of the justice of the complainant’s 
claim to bave guaranteed stock i-sued to them for at least 
$44,298, and tbat this amount of work appears to have been 
done upon requisition under the lease and was approved by 
the defendant company, who should issue the stock, there- 
fore, in accordance with their custom and apparent agree- 
ment so todo, when the work was put under contract. It 
does not follow, however, that the preliminary injunction 
prayed for should not issue. A full bearing may show that 
the facts and equities are with the defendants. A delay of 
the issue of the securities demanded until final hearing is 
not likely to work great injury or bardsbip to the plaintiffs. 
If such securities were issued, the plaintiffs under the con- 
tract must pay the interest from the date of issue. The 
interest retained will ensble plaintiffs to borrow the money 
temporarily. A preliminary wjunction is not necessary 
to retain the property in statu quo until a final decision, 
otherwise it should be granted. e fund sought to be re- 
tained is the annual rent reserved for the payment of divi- 
dends on the original stock. That is not the property in 
right to dispute. An order to withhold the payment of this 
rent might be a proper — for neglect by that de- 
fendant to obey the final decree, if it command the issue of 
the securities prayed for. The defendart is not insolvent, 
nor is itin any danger of insolvency. The preliminary injunc- 
tion prayed for might, and pro! ly would, unduly depress 
the market value of the stock of the defendant company, and. 
would be a sciious inconvenience to the stockholders by the 


41 


The road is now 





temporary suspeusion of the payment of dividends. For 


7 ne the temporary injunction prayed for is) 


“ 


Rochester & Pi'tsburgh.—The stockholders of this 
company who olbiject to the foreclosure of the second mort- 
gage and the proposed reconstruction of the company have 
procured the bringing of a suit against the Preside:.t, Treas- 
urer, and one of the directors for malfeasance in office. The 
suit is brought upon very much the same grounds as the 
application recently made to the Attorney-General to bring 
suit for the forfeiture of the charter of the company, and 
which was not granted. ‘The charges are principally that 
more stock was issued than was authorized at the time of 
the formation of the present company. 

It is stated that the objecting stockholders represent only 
about 5,000 shares of the total 200,000, and that more than 
tbree-fourtbs of the stockholders have agreed to the plan of 
reorganization. 


San Joaquin & Sierra Nevada.--This road is now 
completed to Burson, Cal., 6 miles eastward from the late 
terminus at Lockford and 41 miles from the starting point 
at Brack Landing on the South Fork of the Mokelumne. 
Grading is in progress on 42 miles of road, from B urson east 
to the Calaveras Big Trees. 

Securities on the New York Stock Exchange.— 
The Governing Committee of the New York Stock Exchange 
- Sept. 24 ordered the following securities placed on the 
ists : 

Burlington, Cedar Rapids & Northern, $1,321,000 new 5 
per cent. collateral trust and consolidated bonds. 

Chicago & Northwestern, $4,000,000. additional 5 per 
cent. debenture bonds of 1890. 

Louisville, New Albany & Chicago, $500,000 general 
mortgage 6 per cent. bonds. 


Shenandoah Valley.—This company’s statement for 
July and the seven months ending July 31, is as follows: 





-——July.——. —Seven months.— 

1884. 1883. 1884, 3. 
NR a sesiseee 45. $53.049 $78.558 $397,280 $434,919 
EE re 44,800 56,827 362,117 370 380 
Net earnings ........ ... $8,249 $21,731 $35,163 $64,539 
Per cent of exps........... 8 72 91 85 


For the seven months there was a decrease in gross earn- 
ings of $37,639, or 8.6 per cent. ; a decrease in expenses of 
$8,263, or 2.2 per cent-, and a resulting decrease of $29,376 
or 45.5 per cent., in net earnings. The mileage worked was 
the same in both years. 


Stewarttown.—This company has been organized to 
build a railroad from Stewarttown, in York County, Pa.. 
to a point on the Northen Central road betweon New 
Freedom and Shrewsbury. The capital stock is $100,000. 
The road wil] be 7 miles long, and will serve a rich farming 
country. 


Wabash, St. Louis & Pacific.—The Receivers haye 
asked the Court for authority to pay interest on the bonds 
of the Champaign, Havana & Western Railroad, $36,300 of 
which fell due June 1 and $11,931.50 July 1. The Receiv- 
ers state in their petition that the Champaign, Havana & 
Western is a good feeder, with excellent prospects. 

The Receivers give notice that coupons of the following 
bonds will be paid Sept. 25: Toledo & Illinois first mort- 
gage; Lake Erie, Wabash & St. Louis first mortgage; Great 
Western first mortgage ; Lilinois & Southern Iowa first 
mortgage; Decatur & East St. Louis first mortgage; Clarinda 
Branch first mortgage; Toledo, Wabash & Wane copsol- 
idated first mortgage; funded debt bonds 7s; funded debt 
bonds graduated. The coupons of Brunswick & Chillicothe 
first mortgage-bonds will be paid in bonds, Sept. 25. 

Report of Receivers from May 29 to Aug. 31. shows: 
Receipts, %5,667,566 ; disbursements, including labor, 
$2,000,000 ; North Missouri interest, $210,000 ; Chicagu 
Division interest, $112,500; St. Louis, Council Bluffs & 
Omaha interest, $18,708; Hannibal & Naples interest, 
$17,500 ; Eel River rental, $28,000 ; taxes, 200.000 ; sup- 
plies, balance due other ronds, etc., $2,992,970; total, 
$5,579.678 ; cash on hand, $37,888. 

Of the $2,000,000 authorized for receivers’ certificates only 
$10,000 has been issued. 


Western Iowa.—This company has been incorporated 
to build a railroad about 70 miles long from a point in Adair 
County, Ia., southwest to a junction with the Chicago, Bur- 
lington & Quincy in Montgomery County. : 


Wheeeling & Lake Erie.—Grading is completed on the 
extension from Valley Junction, O., to Sherrodsville, end 
tracklaying will be begun next week. . 


Wisconsin Central.—On this’ company’s new line to 
St Paul (the Minnesota, St Croix & Wisconsin) the work is 
still progressing rapidly. The grading will. it is expected, 
be finished by the middle of October and the tracklaying in 
a month later. The rails are now down from Chippewa 
Falls, Wis., west to Emerald, 49 miles, or néarly half the 
distance. 


Union Pacific.—The earnings and expenses for July 
and from Jan. 1 to July 31 have been as follows : 





os July.————_—. ~—-Seven months.—~— 

1884. 1883. 884. 1883 
Gross earnings. $2,388,343 $2,491,035 $13,441.1387 $15,.460.758 
Expenses. .... 1,063,693 1,264, 186 8,270,959 7,836,434 


Net earnings.$1,324,650 $1,226,849 $5,170,178 $7,614,324 

The statement for the seven months in 1884 includes in 
both gross and net $144,386 charged off by order of Presi- 
dent Adams. 

The statement of the Oregon Short Line for the-year end- 
ing June 30, 1884, makes the following showing: 


Gross earnings....... 
Operating expenses . 


909,157 
. 767,459 


I ion Ree ale skid hake or bends uid adecwmaakes $) 41,698 
i ar callie aint lala 607,920 
| Ee en eA ($466,222 


The statement submitted by President Adams for the year 
ending June 30 last is as follows: 

‘In view of many unauthorized statements which have 
been put forth, both publicly and privately, in regard to the 
financial outcome of the operations of the Union Pacific sy:- 
tem during the past year, it seems advisable at this time to sub- 
mit something authentic to the directors, and through them to 
the stockholders. I have, aécordingly, caused the following 
statement for the year ending June 30 last to be prepared. 
It will be observed that the period covered includes the last 
half of the company’s fiscal year 1883 and the first half of 
1884. This period was one of general railroad depression— 
a depression more especially felt by the Union Pacific 
system, owing to the construction of . competing 
roads and the prevalence of a war of rates. The 
influence of this vew construction and. of the com- 
plications which grew out of it has. not yet ceased 
to be felt. The twelve months in question covered, there- 
fore, as unfavorable a period as the ti; 
likely to pass through. It will nevertheless be observed that 
during this most exceptional period, after paying exery 
fixed charge, eyo | the requirements of the company’s 
sinking funds and all liabilities to the goyernment, the'sur- 


nion Pacific system is |, 





plus ineome of the system applicable to dividends amounted 
to 5.22 per cent. upon the company’s capital stock. 


Income: 


Earnings (excluding St. Jo. & Western)...... ., ... $26,957.484 
4 EA He fcr --$15.682,702 
OMID sea Gress Fou k Ws het ne crhl whe ct cenee 822,552... 
—-—- — 16,505,254 
Surplus earnings entire system................. -. $10,452,230 
Income from inves: ments outside of the system: 
Utah Central Railioad stock.... esocsces oe O$P4,918 
Utah Southern Railroad extension bonds..... 68.740 3 
St. Joseph bridge bonds... .......... 2.02... 82,320 
St. Joseph bridge stock.... ... y 





Consolidated bor ds owned 


St. Jo & Denver City receiver's certificates 50,436 
Atchison, Colorado & Pacific R. R. bonds.... 43,340 
St. Louis & Miss. Val. Trans. Co. stock. ..... 23,480’ 
Kansas Carbon’ o. stock oe 0.600 


National Minivg & Ind Ass»ciation, Denver... 200 
Union Elevator, Omaha, stock 6 





McPherson City bonds... ..... ..... 6... 70 
Leonora Townsbip bonds... .. 1,520 
Solomon Township bonds ..... 880 
Buena Vista Land Co. bonds. 250 
Welch Coa! Co. stock ... ....... ° . 37,363 
ne Se ees 200 
St. Louis. Council Bluffs & Omaha R.R. bonds 975 
A es ae 100 
BGT Ce RIVED WOME, 5 pics ck cas ti dctgecccsa. 70 


619.617 


DOR) DAE TROUIO oii Sos ss Sirige de tesbavas tededei $11,071,847 
Expenditures: 
Interest on bonded debt of all classes 
ee Re eres 
Losses on securities, premiums, etc. 
Sinking fund requirements ........... .. ... 554,768 
Other charges against income : 
Leavenworth, Topeka & S. W. interest... 
Oregon Short Live interest........... .. 
Denver, South Park & Pacific interest... 
Kansas Central interest .... 


$2,370,422 








Omaha & Repub. Valley interest .. ......... 140 

Colorado Central interest. . . ............... 7,240 

Utah & Northern interest ........... 2. .... . 40.250 

Lawrence & Emporia interest ........ ....... 27,900 

Junction City & Fort Kearny interest......... 67, 00 

Soloman MR...) MOWER 2... osia0s cociewecesacees 34,500 

Salina & Southwestern interest ... ........... 32,400 

Golden Boulder & Caribou interest... ........ 4.800 

Denver & Bouider Valley interest............. 38,500 

Nevada Central interest............. ...e.s06 10,400 

Utah & Northern 6 per cent. dividend........ 43,506 
Wotel Soter GRABS ik ic capes capciocdeidecive $1,118,546 
ee ae ee 
MID. scp can cence doth centess+sadeaiersce Keb ; $3,795,628 


Less United States requirements... 1,407,623 


$2,388,005 





Net belance.. 

Add amount received from the trustees under the 
Kansas Pacific consolidated mortgage on interest 
account 


791,700 


Balance applicable to dividends $3,179,705 

‘*The fixed charges of the Union Pacific system, includin; 
an estimated allowance for taxes und paymeuts to the Uni 
States under the provision of the Thurman act, amount to 

793,000 per month. During the month of July, therefore, 
the latest for whicb returns bave been received, the net in- 
come of the company over and above all fixed charges was 
at the rate of more than 12 per cent. per annum on the 
company’s capital stock. It1is proper to add that the earn- 
ings of the summer montbs are always much larger than 
those of the winter; those of the second half of the year are 
generally about 20 per cent, more than those of the first 
half, ' 

“The Oregon Short Line will be completed to Hunting- 
ton, the agreed point of connection witb the Oregon Rail- 
way & Navigation Co,, by Oct. 15. By Nov. 1 a con- 
nection will’ be effected, so that through business ‘can 
thereafter be done by that route.. Thereis every reason to 
believe that this will immediately result in a large increase 
of traffic for both the Ore gow Sbort Line and the Union Pa- 
cific. The latter will thus be relieved of a heavy financial 
burden, which it has been foreedito carry much longer than 
was originally anticipated. 

‘* During the year ending June 30 the land sales have been 
larger than ever before, and this activity still continues. 

‘** Prior to July 1, 1884, upon the Union Division proper, 
these sales, deducting cancellations, were as follows: 

POE MENG bok. cons cgebeeascasssevecsGhe 40 coesdcenk 4,819.401.82 
Amount for which sold..,..... , $15,273,486.69 
Cash remitted trustees........... . 0 s.se.eee . 6,644,622 15 

“Since July 1, 1884, and ending September 1, 794,344 
acres have been sold for a gross sum of $1,121,798, and 
during this period $221,500 in casb has been remitted to the 
trustees. 

‘* Referring to the last annual report, it there appeared 
that, allowing for all sales cancelled, the company had 
already secured, either in cash or contracts, the sum of $2,- 
591,084 in excess of what was needed ‘to discharge at 
maturity the balance of the original of $10,400,000 of land 
grant bonds, of which there were then outstanding $4,589, - 
000. Ading ‘to this excess ($2,591,084) the sales of 1884 
to Sept. 1 ($5,249,219), and it appears that the sum of 
$7,840,804 is already provided for the discharge at ma- 
Te the $13,961,000 sinking fund 8 per cent. bonds of 


“In examining the statement of the fixed charges of the 
system, it will be noticed that the sum of $30,400 bas been 
paid out during the past year as interest on the first-mort- 
gage bonds of the Nevada Central Railway Co. The road 
owned by this‘company would seem to be wholly outside of 
the proper territory of the Union Pacific system. The 
exigency which led to its purchase certainly no longer 


exists. Upon inquiry I find that the Union Pacific Railway 
Co. has paid, in the purchase of the stock and other 
securities of the Nevada Central, the following amounts : 
Ms tin enn, ahneeheanacheonses 6 ¢0e $959,500 costing $190,350 
DE MEDS Coane Sactare scensee 250,000 costing 150,000 
For Nevada Im, rovement Co. stock, 50 
SMOG AR a hie teee 15,000 
Nahi shies ection cin sinbhaintat ead, denies $335,350 


“T find, also, that the amount of $115,098 bas been further 
expended in payment of maturing coupons of the first mort 
gage bonds of the Nevada Central, none of wbich bonds are 
owned by the Union Pacific. Under these circumstances:it 
seems to me extremely doubtful  hether it is for the interest 
of the Union Pacific Railway Co. to incur any further out- 
lay on this account. .I would accordingly recommend that 
no such outlay. be mude.. Should the net earnings of the 
Nevada Central fail, as beretofore, to meet the company’s 
fixed charges, I do not see that a default would result in any 
injury to the Union Pacific, beyond the possible loss of -a 
property which is of no apparent service to it.” 


Valley, of Ohio.—This company purposes building a 
branch from its lineat Krumroy, O., southwest to Clinton 
in Summit County. This branch will be 12 miles long, and 
will connect with the Wheeliog & Lake Erie and the Cleve- 
land, Akron & Columbus roads. 








